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Editorial 


THe TrAFric Wor LD is ready always to place in 
its columns comments relating to transportation 
and traffic or referring to those topics through some 
connecting effect, but we are unwilling at all times 
to give space to any articles in the form of personal 
attacks on either shippers’ or carriers’ representa- 





ives. The consideration of principles is part of our 
business, but personal attacks upon individuals can 
have no place in our paper. 


Sometimes a hasty conclusion in reference to 
the ruling of an officer in government, has the 
effect of taking out of our thoughts his individual! 
conscience. We say from our analysis he is wrong 
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and we are prone to fancy our investigation as 
complete as his. If he is where he can get both 
sides, it is reasonable to believe his information 
more complete than ours, and conceding this, his 
interpretation fully as conscientious as our own 
and less likely to be partial. 


RAILWAYS AS REFORMERS. 


The Southern Railway, the Alabama _ Great 
Southern and the Mobile & Ohio roads, are, we 
understand, giving special attention to the more 
careful and intensive cultivation of cotton in their 
territory. They are making this effort through 
some seven instructors co-operating with the Agri- 
cultural Department of the government, and these 
representatives are of such scientific training that 
their instructions are of great professional value 
as to results. 

The matter of these improved conditions, we 
learn, has the personal attention, in a directive way, 
of President Finley of the Southern Railway. 

Here certainly is an effort to harmonize and get 
together upon a most vital question. Mr. Finley 
in recent years, irrespective of whether his opinions 
have been generally accepted, has been an apostle 
of publicity. He has faced much critical comment 
apparently without temper, in order to get a 
thought given his side. That thought must be 
more conservative and less radical, when taken in 
connection with the effort being made to increase 
the average of output per acre, thus by mutual 
enterprise increasing the earnings of the farmer, 
and the income of the carrier. 





HAVING A RELATION. 


Interstate commerce in its ramifications touches 
every element constituting government. The 
farmer, the manufacturer, the merchant, the trans 
portation companies and those placed in the class 
of consumers (and indirectly considered because 
of the wide geographic range) are participants in 
interstate commerce. Their wants and operations 
are its great aggregate. Its many phases regard- 
less of whether they are properly built up, have 
been responsible to all these factors working 1n pos- 
sibly a haphazard way, but yet in purpose a co-. 
ordinate one. Whatever our errors, therefore, recon- 
struction of our system involves changes vitally 
affecting all the component parts. 

Some years ago the writer advanced the idea that 
so serious was the nature of the question of regu 
lation, that it ought to be approached with the 
greatest care, and after those entrusted by the peo 
ple with the application of our laws, could deter- 


mine somewhat their value. Everything we may 
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do affects commerce, waterway improvement, tariff 
legislation, intensive farming, the action of the 
United States Treasury and various other things 
that might be cited, in that they relate to production 
and distribution. What the farmer may raise 1s 
a sober thought for the consumer, but equally 
serious for the farmer is the knowledge that he 
must secure a profit for his produce. What the 
farmer raises is a sober thought for the transporta- 
tion company, but equally serious the measure of 
profit for transportation, in that it bears no dis- 
couragement to his efforts by an improper tax. 
What relations exist between these two factors in 
commerce is basic in its effect upon other branches 
in development. 

We cannot even determine the rate question by 
its relation to a particular class, because it must 
be regarded in its effect upon the purchasing power 
of the railways as it affects the obtaining of sup- 
plies from those producers who manufacture for 
their use, and in the conditions brought about in 
the wage earning and consuming class, not only 
in railway service but in kindred interests. To 
move the food products of our country is essential 
to greatness and prosperity, for the reason that 
upon their being taken promptly to market and 
at a profit to agriculture, depends the increasing 
output of manufacturing. Stagnation on the farm 
either from poor facilities for distribution or by 
oppressive rates, means stagnation in business 
growth. 

The intermediate agencies between the farmer 
and the consumer cannot be left alone always, to 
determine the measure of value that ought to be 
taken from the farmer’s dollar and given to him, 
and also what proportion should go to transporta- 
tion, and be expected to be unselfish in the per 
cent. We are in our business fabric intricately 
interwoven, and we must face the question of rate 
making in the full knowledge that nearly every 
phase of life is interested in a standard that takes 
in our whole structure. These reflections make us 
ponder on measures proposed, to see that they are 
clearly free from politics or personal animus, and 
that they do not overlook consideration of all the 
related interests having a concern in rate making. 


MEXICAN RAIL EARNINGS INCREASE. 


Mexico City, Mex., December 23.—An increase of 8 
per cent is shown in the estimated earnings of the Na- 
tional Railways of Mexico, owned and leased lines, for 
the first week in December, 1910, over the first week of 
the same month last year. The figures for 1909 were 
$1,273,327, while for 1910 they are $1,375,782, a gain of 
$102,455. These figures, given in Mexican currency, ex- 
clude the earnings of the Vera Cruz & Isthmus or the 
Pan-American railways. 


SOME RAILWAY MEN 


Washington, D. C., December 23 
—Recent open and quite full discus. 
sion of railway affairs as developed 
the fact that, without any blare of 
trumpets, some of our most consci- 
entious railway leaders have given 
mu¢éh attention to the practical test 
of a theoretic handling of transporta- 
tion. This test has in instances 
shown that certain improvements 
were possibile and also that their 








‘limitations were easily defined. 


Among these men are E. P. Ripley, president of the 
Santa Fe company. A railway president who has long 
known Mr. Ripley said to the writer within the year 
“He is, in his ideas of the frank treatment of trans- 
portation in its public relations, one of the most liberal 
minded men.” The conduct of the Santa Fe railway is 
a credit to the vast scope of country it traverses. Its 
mistakes, whatever they may have been, have not been 
in effect long after its executive head was convinced 
that they were evils. 

In encouraging the industrial growth of the ter- 
ritory and in seeing that it was prosperous in so far as 
transportation could facilitate it, there has been won- 
derful progress. The conveniences for travel in a long 
waste of our western desert, and the opportunity to 
live in what was thought a barren country, amid sur 
roundings of reasonable comfort and in touch with the 
rest of the world, have been the result of this man’s 
thoughts and energy. He is the real father of Santa 
Fe reform. That many things over the thousands of 
miles of this great road seem to have escaped his atten- 
tion, or may seem irreconcilable with our statement, is 
explained by his concentration of mind on the main 
effort to create a highway fit to perform its most im 
portant function. 

It is worth while in this connection to read care 
fully the history of what has been accomplished by 
Roswell Miller with the C. M. & St. P. railway 
There is one thing to be remembered in his experience 
If it can be said he has no interest in the developmen' 
except a selfish one, if cannot be forgotten that he once 
thought enough of the country to go to war and risk 
his life for it. There may be many things in the St 
Paul policy not in line with the most comprehensive 
theory of fair treatment, but it cannot in any way be 
argued that Mr. Miller has not been at the front among 
those who have built up, irrespective of evils, a civiliza 
tion of growing markets, productive lands, bustling cities 
and thousands of happy people. 

In many localities we are more or less _ irritated 
now by these very agencies that place us where we 
are to-day, so that a thought along fair lines that takes 
into account the character of these men, and their 
national worth as public benefactors, may be helpful in 
removing any hasty conclusions. Let the people in deal: 
ing with themselves, not overlook some thought of them 
and the interests they have created. W. B. B 


CALIFORNIA FRUIT SHIPMENTS. 

Los Angeles, Cal., December 23.—There were 81 ca! 
loads of oranges and 12 carloads of lemons shipped from 
southern California last Friday. Total for season, 1,98! 
carloads of oranges, 596 carloads of lemons. 
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DIGEST OF WASHINGTON NEWS 


Important Happenings of the Capital City Condensed 
for Reference for the Business Man 








The purpose of this department is to give in brief form 
not only items of interest concerning the Interstate Commerce 
Commission, but also a summary of the more important news 
of the White House, Congress and various governmental bu- 
reaus. 


INTERSTATE COMMERCE COMMISSION. 

Just before adjournment on Tuesday afternoon, the 
Senate held an executive session and confirmed Chair- 
man Knapp of the Interstate Commerce Commission as 
presiding judge of the new Court of Commerce, with- 
out opposition. Earlier in the day the Senate com- 
mittee on judiciary held a special meeting and voted 
to report his nomination favorably and ask for prompt 
confirmation, leaving the other nominations to be acted 
on after the holidays. It was intended that the nom- 
inations should all go over, but in view of the mis- 
leading and somewhat malicious reports current in the 
press it was thought: best to act on Mr. Knapp’s ap- 
pointment at once and, as a poll of the Senate showed 
there was no opposition to him, at least openly, it was 
decided to act. Vice-President Sherman appeared before 
the committee and spoke most highly of Mr. Knapp. 
Mr. Sherman was long a member of the House commit- 
tee on interstate and foreign commerce. Senator Elkins 
(W. Va.), chairman of the Senate committee on inter- 
state commerce and author of the Elkins law, from a 
sick bed, wrote a letter to Senator Dillingham (Vt.), 
chairman of the sub-committee of the judiciary com- 
mittee to whom Mr. Knapp’s nomination had been re- 
ferred, highly praising his efficient work. 

Because of the conflicting reports to the _ effect 
that there was opposition which contemplated the con- 
firmation of Mr. Meyer as his successor and the defeat 
of his (Mr. Knapp’s) confirmation, thus leaving him out 
altogether, it may be pointed out that such reports, 
aside from being groundless in that there has been no 
such pronounced opposition, were based on a thorough 
misunderstanding of the facts in the case. Chairman 
Knapp was reappointed by then President Roosevelt 
two years ago for a term of seven the length 
of which is fixed by statute. It was his second re- 
appointment at the hands of Mr. Roosevelt. His term 
has five years to run and would not be vacated except 
by his death, removal by the President 
‘for inefficiency, neglect of duty, or malfeasance in 
Office.” As he is not dead, had no intention of resign- 
ing unless his appointment to the Commerce court 
confirmed, Taft had no intention of 
evidenced by his appointment, 
promotion, his position 
by the confirmation of Mr. Meyer 
man or men. Whether he 
the Commission de- 
and the 


years, 


resignation, or 


was 
and President 
him, as 
Which is in the nature of a 
could not be vacated 
or any 
should 


removing new 


other number of 
member of 
pended entirely on Mr. Knapp 
resignation or removal. 

It is further pointed out 
was appointed to 
should 
appointment 


continue as a 
President, on 


that it was Mr. 
succeed Mr. Knapp, in 
because of his resignation, his 
being for the term unexpired. For the 
full term, to succeed Commissioner Cockrell, Mr. Meyer 
Was nominated, and, of course, even if confirmed, could 
hot take his seat until Commissioner Cockrell’s term 


McChord 
who case a 


vacancy arise 
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expires, which 
Commissioner 


will be some time in January, unless 
Cockrell should be removed or should 
resign, which contingencies are most remote. Even 
then, Mr. Meyer, being a republican, could not go on 
the Commission unless Mr. Knapp resigned or was 
removed, or some other republican commissioner re- 
signed or was removed, as he is a republican, and the 
statute provides that not more than four commissioners 
shall be of the same political faith, and Messrs. Knapp, 
Prouty, Clark and Harlan are all republicans. The sit- 
uation, as far as Mr. Meyer was concerned, was that 
he could not go on the Commission except Mr. Knapp 
was confirmed, and talk to the contrary was idle and 
misleading gossip. 

Mr. Knapp will not resign from the Commission 
for several days, though he will probably do so before 
the first of January. He will hand his resignation to 
the President and receive his new commission at the 
same time. There are a few matters at the Commis- 
sion which demand his personal attention, but he will 
not- act on any matter that may come later before the 
Commerce court, and has refrained from doing so since 
his appointment was announced. In the matter of the 


proposed advances in rates he takes the position that 
as nothing has been done except to take testimony, 
which has been stenographically reported, his suc- 
cessor will have all the data at hand and will hear 


the arguments, relieving him from any necessity of com 
tinuing on the Commission until the case is disposed of. 

The Senate, in executive committee, late Wednesday 
confirmed the nomination of B. H. Meyer 
McChord as members of the Interstate Com- 


afternoon, 
and C. C. 


merce Commission to succeed Martin A. Knapp and 
Francis M. Cockrell. 

The twenty-fourth annual report of the Interstate 
Commerce Commission was’ submitted to Congress 
Wednesday. In reviewing the work of the year the 
Commission says that it intends to announce its de- 
cision in the increases of rate cases at the earliest 


practical date after the arguments are heard. Since the 
last annual report have been announced in 
692 cases and 125 cases been disposed of by 
stipulation; 660 formal complaints have been filed and 
11 proceedings instituted by the Commission. Twenty- 
five proceedings involving suspension of tariffs have 
been instituted. Of informal complaints, 3,840 have 
been filed during 1910, against 4,436 the preceding year. 
Hearings and investigations at Washington and 


where numbered 757, at which 65,190 pages of testimony 


decisions 
have 


else- 


were taken. In the 12 months ended November 30, 
1910, 154,588 tariff publications were filed, which is 
50,000 less than the preceding year; 3,940 permissions 


were given to make tariffs effective on less than statu- 
tory notice. Interesting data is given from the division 
of prosecutions as to indictments and cases pending 
or concluded during the The litigation in the 
Circuit and Supreme courts is reviewed at considerable 


year. 


length, 

An advance summary of the revenues, operating 
expenses and taxes for the first three months of the 
current fiscal year shows total operating revenues of 
$745,134,204.77 less total operating expenses of $489,- 
669,378.46, leaving net revenue rail operations, $255,- 


134,826.31, net revenue outside operations $1,432,074.25; 


total net operating revenue $256,866,900.56 taxes $26,- 
815,072,22; operating income $230,051,828.34. The .oper- 
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ating income for the corresponding months last year 
amounted to $242,079,975.22. 

Interesting statistics are given of the express com- 
panies and other data, which will be reviewed later. 

In the case of George S. Loftus against the Pullman 
company, the Interstate Commerce Commission has de- 
cided that the rate of $2 for a lower berth in a first- 
class standard sleeper from St. Paul to Chicago is not 
unreasonable, but that the rate for upper bert is un- 


reasonable, as it exceeds $1.60; that the rate of $1.50 


for a lower berth from St. Paul to Superior, Wis., is 
not unreasonable, but the rate charged for an upper 
berth is unreasonable, as it exceeds $1.25; that the 
rate of $12 for the use of a lower berth from St. Paul 
to Seattle is umreasonable as it exceeds $11; the rate 
for upper berth is unreasonable as it exceeds $8.80. 
The present rate of $2 for the use of a lower berth 
from St. Paul to Fargo is not unreasonable, but is 
unreasonable for an upper berth, which ought not to 
exceed $1.60; the same in regard to rates from St. 
Paul to Grand Forks, N. D. It is ordered that.the 
Pullman company adopt and maintain the rates fixed 
above for a period of two years from the first day 
of February, 1911. 

In case No. 3354, being the case of the states of 
Oklahoma and Iowa, intervening parties, the Interstate 
Commerce Commission, the Pullman company is re- 
quired to file with the Interstate Commerce Commis- 
sion, on or before February 1, 1911, schedules of rates 
for upper berths not exceeding 80 per cent of the rates 
applicable to lower berths. 

The Commission has also given tentative approval 
to a new schedule of rates filed by the Pullman com- 
pany to go into effect throughout the entire United 
States on or before the 20th of January next. 

It is estimated that the reductions which will 
be made upon all of the lines over which Pullman 
cars are operated in the United States, which in- 
clude all of the main line railroads of the United States 
excepting the New Haven road, the Great Northern and 
the Milwaukee, will effect a net reduction of nearly 
$1,500,000 annually. The new rates for the lower berths 
appear to be based upon a charge of $2 for a 12-hour 
run excepting on some of the fastest trains, the upper 
berth rate being 20 per cent lower than the newly estab- 
lished rate upon lower berths. 

The Interstate Commerce Commission has suspended 
until April 23, 1911, the operation of the schedule in- 
creasing freight rates on lumber, shingles and other arti- 
cles, as proposed in Supplementary Schedule No. 7 to I. 
Cc. C. No. 912, Transcontinental Freight Bureau, East- 
bound Special Tariff No. 6 R. 1000. The schedule was 
to have become effective December 24, 1910. Hearings 
will be had at a date not yet fixed. 

On Wednesday Vice-President Sherman received from 
the Interstate Commerce Commission the testimony in 
the rate cases, called for by resolution of Senator La 
Follette (Wis.). It consisted of two mailsacks of 26 vol- 
umes of typewritten testimony, amounting to between 
fifteen and twenty thousand pages. It was presented to 
the Senate by Mr. Sherman, ordered printed and referred 
to the interstate commerce committee. The usual num- 
ber of copies of documents printed is 5,000. This will be 
one of the largest documents ever printed by direction 
of Congress. 

As a mark of esteem the Missouri delegation in 
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the House adopted in special session a resolution endors. 
ing former Senator Cockrell (Mo.) for another term as 
interstate commerce commissioner. 


DEPARTMENT OF JUSTICE. 

Referring to the interstate commerce suits prose. 
cuted by the Department of Justice, Attorney-General 
Wickersham said: “One of the things I do not know 
quite how to deal with is the increased work which will 
be cast upon the Department of Justice through the 
provisions of the amendment of the interstate commerce 
act adopted at the last session, which provides that in 
in the future all suits which have heretofore been 
brought by or against the Interstate Commerce Com 


mission shall be brought by or against the United States 


and shall be under the charge of the attorney-general. 
At my suggestion there was included in the appropria- 
tion bill last year an appropriation of $25,000 to cover 
the expenses of enforcing that law. I have not yet 
spent a dollar of that, because there has been no suit 
as yet, and it is impossible to state now what the 
amount of litigation is going to be. My belief is that 
after the Interstate Commerce Commission shall have 
made a number of important orders dealing with in 
creases in rates and with the safety appliances and 
that sort of thing, there will be a number of suits, and 
there will be a good deal of expensive litigation, to 
dispose of which at the present time the ordinary 
appropriations will be quite inadequate. If the appro- 
priation of $25,000 could be made available after the 
expiration of the fiscal year, I believe probably I should 
not have to ask any more for that subject, certainly 
not until next winter. But if the appropriation should 
lapse on the first of July, I might be very much em 
barrassed.” 

The investigation of the electrical business which 
the Department of Justice has been conducting for the 
past three years, is drawing to a close, and it is prob 
able that civil proceedings will be instituted shortly 
against concerns charged with combining to control the 
market for electrical supplies. 


SUPREME COURT. 


The case of the Chicago, Indianapolis & Louisville 
Railway company against the United States, on appeal 
from the Cireuit court for the northern district of 
Illinois, was submitted by briefs in the court Friday, 
as E. C. Field and H. R. Kurrie, for the railroad com 
pany, did not appear, and for want of time Government 
Counsel Corneau asked that it simply be submitted by 
brief. The case involves the question whether or not, 
by prohibiting carriers from demanding or accepting 
greater or less or different compensation from _ that 
specified in their published tariffs, Section 6 of the act 
to regulate commerce, as amended in 1906, forbids such 
companies from bartering transportation for advertising 
when their tariffs, without exception, express the rates 
for such transportation in dollars and cents. In othe! 
words, whether or not railroads may ignore the word 
“different” in Section 6 and demand payment from one 
patron in money and accepting payment from another in 
advertising, or coal, iron, wood, oil or anything else 
which the company sees fit to accept. The _ railroad 
company holds that the word different is without sig- 
nificance and the real issue is whether the exchange 
of transportation for advertising actually works a dis 
crimination or preference as prohibited in sections 2 
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and 3 of the commerce act. The government holds 
that the language of Section 6 is clear and explicit and 
leaves no room for such a construction. 

A statement of the case shows that the railroad 
company contracted with the Munsey Publishing com- 
pany and some 250 other publishers of newspapers, mag- 
azines and periodicals, identical in form except as to 
the amounts of advertising to be done and transporta- 
tion to be furnished. 

“The contracts expressly and unqualifiedly provided 
for the barter of transportation for advertising,” said 
Mr. Corneau in his brief to the court. “The publisher 
cannot demand payment in money or anything else but 
transportation, and the sole question is whether such 
barter arrangements are lawful, it being expressly stipu- 
lated that the tariff rates are without exception shown 
in dollars and cents. Section 6 plainly forbids the 
accetpance of compensation which is different either 
in kind or amount from that specified in the published 


tariffs, viz. money. It therefore prohibits the ex- 
change of transportation for advertising. Regard- 
less of whether the arrangement works a _  dis- 


crimination of preference, the practice of bartering com- 
modities for transportation, if once permitted, will invite 
frauds upon the law, and cannot fail ultimately to 
result in all sorts of discriminations and preferences. 
Section 6 requires the kind of compensation to be speci- 
fied in the published tariffs. If railroads may accept 
advertising in payment for transportation, then the right 
of the railroad to barter transportation for any sort 
of commodity or any kind of consideration is estab- 
lished. What abuses it would lead to no one can tell. 
What better opportunity for giving secret rebates could 
be asked? Of what use would be the requirements of 
Section 6 that rates be published? Since the rates in 
question were without exception expressed in dollars 
and cents. Section 6 forbade the acceptance of anything 
but dollars and cents, i. e., money, in payment of them, 
and that consequently the contracts in question were 
illegal and the decree of the Circuit court should be 
affirmed.” 


In their briefs for the railroad, Messrs. Field and 
Kurrie said that the only question involved was whether 
the railroad may contract for advertising at its actual 
value and pay for it with transportation issued at its 
published tariff rates. They denied that in entering 
into the contracts with the publishing companies that 
it violated the commerce law or that it was a discrimi- 
nation. 


The railroad insists that it has the right to make 
a contract with publications of its own selection, pro- 
vided that it receives the money value of the trans- 
portation which it gives. Advertising is just as essen- 
tial to successful operation as good train service. The 
right to attract business is the right to exist. It can- 
not be presumed that the exercise of this right is to 
be destroyed by imposed obligation to extend it to all. 
The claim has never been made that Congress has ever 
attempted to dictate to railways either of whom or 
What they shall buy in the maintenance of their prop- 
erty. Nor has there been any claim of injustice to the 
public in the fact that railways have the same right 
as individuals in the maintenance of their property 
and conduct of their business, to buy whatever is needed 
and wherever they may choose. Section 6 does not re- 
quire the manner in which charges shall be paid to be 
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stated in the tariffs filed by a carrier. It does not 
require the same charge to all, nor prohibit unjust dis- 
crimination. Its purpose has been to render effective 
the general restraints upon the amount of the charge 
contained in sections 2, 3 and 4. It requires a record, 
open to all. Section 6 does not and never has required 
that everything which will occur affecting the shipment 
shall be stated in the tariff. It has always been the 
law that charges may be paid in money value as well 
as in money. The commerce law does not take away 
the right to make a contract because such a contract 
might be used as a device to give a preference. It 
only takes away the right to make contracts which are 
intended to and do give a preference. The insertion 
of the word different does not change the legal effect of 
Section 6. The construction of the law contended for 
by the government. would lead to absurd consequences. 
In that event, neither checks, drafts or other evidences 
of credit could be received. There is no middle ground. 
It is either required that it shall be cash or else any 
money value which may be accepted. Payment cannot 
be made in anything but money unless the parties 
otherwise agree. If their right to agree to payment in 
anything but money is taken away by the amendment 
of Section 6, then it is just as unlawful to accept a 
check as to accept advertising. The legal character of 
a check and an account is the same. They are each 
choses in action, evidence of a debt, but in different 
form. There can be no distinction between debts, for if 
payment can be made in one, it may in the other. The 
absurd consequences which must come from a judicial 
sanction of this claim is seen when we think of the 
result of an obedience in the fall of 1907. Almost in a 
day all business went to a checking basis. If at that 
time railways had applied the law as it is claimed they 
should, the vast commerce of the.country must have 
stopped. Traffic could not move without cash, and that 
could not be had. If this injunction is allowed, it means 
that when the government desires to move troops or 
property the cash must be put down for the charges. 
No warrants or vouchers or requests, but the cash. 
The test is not that something which will surely get 
the cash is given. It is either cash fmem all or money 
value from all. If the contract right is denied, the 
traveler paying his fare at the ticket office would gain 
nothing, while the publisher and the carrier would both 
suffer more or less loss in their business. It is im- 
possible to escape the discovery that the government 
here has no fault to find with this contract upon the 
agreed facts. It is the ever-present fear that someone 
will be paid more than the fair value of the service 
rendered, either by the terms in the form in which it 
is first made or because of a change in conditions 
subsequently. What place can that have in this case, 
as it is admitted that up to this time there has been 
no unlawful preference by the arrangements made? It 
all comes back to the intent of Congress and the evil 
to be guarded against. It is not because someone may at 
some time make an unlawful contract. It is not because 
an existing contract may at some time in the future 
become unlawful, but because an unlawful preference is 
actually accomplished by a transaction provided for by 
it. They asked that the decision of the lower court, 
which is criticised, be reversed. 

The Supreme court Monday in an opinion handed 
down by Justice Lurton, in the case of the Mobile & 
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Kansas City Railroad company vs. J. A. Turnipseed, 
administrator, from the Mississippi Supreme court, af- 
firmed the decisions of the lower courts, which sus- 
tained the Mississippi employer’s liability law, which 
abrogated the “fellow-servant” law. This was an action 
in tort for the wrongful killing of Ray Hicks, a section 
foreman of the railroad. The Circuit and Supreme 
courts of Mississippi decided in favor of the railroad 
company. The federal question involved was the- al- 
leged repugnancy of the Mississippi law, which guar- 
antees every protection of the law to every person. This 
law abrogated the fellow-servant rule as to every em- 
ploye of a railroad and was sustained by the Supreme 
court in its decision, and it was urged that this legis- 
lation, applicable only to employes of a railroad, was 
arbitrary and a denial of the equal protection of the 
law, unless it be limited in its effect to employes im- 
periled by the hazardous business of operating railroad 
trains. 

In his opinion Justice Lurton said: 

“The insistence that legislation in respect of rail- 
way employes generally is repugnant to the clause of 
the constitution guaranteeing the equal protection of the 
law merely because it is not limited to those engaged 
in the actual operation of trains is without merit. 
Hicks was not engaged in the actual operation of trains, 
but in a service which subjected him to dangers from 
their operation and brought him plainly within the 
legislative purpose. Such employes, though not directly 
engaged in the management of trains, are nevertheless 
in the general rule of hazard inherent in the railway 
business. The deceased was foreman of a section crew. 
His business was to keep the tracks in repair. He 
stood by the side of the track to let a train pass; 
a derailment occurred and a car fell upon him and 
crushed out his life. 

“An. Indiana fellow-servant act has been held ap- 
plicable to a member of a railway construction crew 
injured while engaged in the construction of a coal 
tipple alongside the railroad track. Nothing more need 
be said on this point, for the case is fully covered by 
this decision.” 

As to the censtitutionality of the Mississippi law 
as to the injury to persons or property by railroads, 
Judge Lurton said: “The objection to- this statute is 
that the railroad companies are thereby put into a class 
to themselves and deprived of the benefit of the general 
rule of law which places upon one who sues in tort 
the burden of not only proving an injury, but also that 
the injury was the consequence of some negligence in 
respect of a duty owed to the plaintiff. The statute is 
not made applicable to all actions against such com- 
panies. Its operation is limited, first, to injuries sus- 
tained by passengers, or employes of such companies; 
second, to injuries arising from the actual operation 
of railway trains or engines; and third, the effect of 
evidence showing an injury due to the operation of 
trains or engines is only ‘prima facie evidence of the 
want of reasonable skill and care on the part of the 
servants of the company in reference to such injury.’ 
The statutory effect of the rule is to provide that 
the. evidence of an injury shall create an inference of 
negligence, which is the main fact in issue. 

“The statute does not deny the equal protection 
of the law or fail in due process because it creates 
a presumption of liability, since its operation is only 


to supply an inference of liability in the absence of 
other evidence contradicting such inference. If a legis- 
lative provision prescribing a rule of evidence does not 
shut out from the party affected a reasonable oppor 
tunity to submit to the jury in his defense all facts 
bearing on the issue, there is no ground for holding 
that the process of law has been denied him. The statute 
applied by the Mississippi court in this case is unob 
jectionable. It is not an unreasonable inferencne that 
a derailment of railway cars is due to some negligence, 
either in construction or maintenance of the track or 
trains or some carelessness in operation. The applica- 
tion of the act to injuries resulting from the running 
of locomotives and cars is not an arbitrary classification, 
but one resting upon considerations of public policy 
arising out of the character of the business. The judg 
ment of the Mississippi court is affirmed.” 

The court restored to the docket and to argument 
January 16, the three cases filed in 1908 of the Weyer- 
hauser Lumber company against the Northern Pacific 
Railroad company, involving lands in Minnesota. The 
lumber company claims the lands under patents granted 
them by the government, while the railroad avers that 
the lands belong to them under their grants from the 
government, 

The court declined to dismiss or affirm the case ofl 
the C. & O. Ry. vs. Attorney-General W. M. G. Conley 
of West Virginia, involving the constitutionality of the 
2-cent passenger act. Motions were recently made to dis 
pose of the case but the court declined to do so, allow 
ing it to reach a conclusion on its merits in the regular 
call. 

Chief Justice White was sworn in Monday and took 
his seat at the head of the court. Justices Van Devante: 
and Lamar will take the oath Tuesday, January 3. 

Lizzie M. Troxell, widow of Joseph D. Troxell, who 
was killed July a year ago on the Bangor and Portland 
division of the Delaware, Lackawanna & Western rail- 
road while engaged as a fireman on an engine, and whose 
claim for damages was rejected by the Circuit Court of 
Appeals for the third circuit, has applied to the Supreme 
court for a review of the case. 

It is learned that the Department of Justice will file 
a new brief in the Tobacco Trust case before the court 
a few days before the case is re-argued in the court, 
which is scheduled for January 3. 

The court adjourned Monday for the holiday recess 
until Tuesday, January 3. 

CONGRESS. 


On a favorable report of the judiciary committee 
the Senate on Thursday confirmed the nominations of 
Judges Van Devanter and Lamar as associate justices 
of the Supreme court, thus completing the personnel of 
the court. 

Senator Root (N. Y.) has received and presented 
to the Senate a petition signed by about seventeen 
hundred employes of the Lake Shore & Michigan Cen 
tral railroad in New York state, asking for the passage 
of legislation authorizing higher rates of transportation 
for railroads. 

The urgent deficiency bill, reported from the House 
appropriations committee, and passed by both houses Sat 
urday, provides the expenses of the newly created Com 
merce court for the six months of the year beginning 
January 1, as follows: 

Salaries of the five judges, $17,500; expense allow 
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ance of judges, $3,750; clerk, $2,000; deputy clerk, $1,250: 
marshal, $1,500; deputy marshal, $1,250; rent of quarters 
in Washington, traveling expenses, books, stationery, pay 
of bailiffs and other employes and miscellaneous expenses 
to be approved by the presiding judge, $39,750. 

Senator Young (Iowa) has received and presented to 
the Senate a petition signed by the employes of the Chi- 
cago Great Western railroad in Iowa asking for legisla- 
tion authorizing higher rates of transportation by rail- 
roads. 

Speaker Cannon (Illinois) has received and presented 
to the House the following petitions: Trans-Mississippi 
Commercial congress, for legislation for further regulation 
of railroads; Hinde Dauch Paper company (Sandusky, 
Ohio), for legislation to give authority-to the Interstate 
Commerce Commission to make classification of freight 
uniform; Brotherhood of Locomotive Firemen and Engine 
men. against legislation which will curtail the revenue of 
railroads. 

Representative Adamson (Georgia) has received and 
presented petitions of merchants of Woodbury, La Grange, 
Newman, Columbus and Greenville (Ga.) for the regula- 
tion of express charges by the Interstate Commerce Com- 
inission. 

Hearings by Congress on the railroad rates are asked 
by a committee of employes of the Chicago & Great 
Western railway of Mankato, Minn.,in a petition presented 
io the House by Representative Hammond (Minnesota). 

Representative Foster (Vermont), chairman of the 
House committee on foreign affairs, has introduced a bill 
authorizing President Taft to invite foreign governments 
to send delegates to an International Congress on Social 
Insurance, which is “to discuss employers’ liability negli- 
gence laws, prescribing the compensation of workmen 
and their dependents for the consequences of industrial 
accidents, the insurance under such laws and kindred 
subjects.” The conference is to be held in this country 
at a time and place to be named by the President. The 
President is also authorized to appoint delegates from 
this country to the congress. The expenses are not to 
exceed $10,000. 

Before the House committee on appropriations Com- 
missioner of Corporations Smith spoke of the effect of 
the publicity of his reports on combinations and viola- 
tions of the antitrust and other laws. Mr. Smith referred 
to the report on the system of railway rebates several 
vears ago. “That system,” said Mr. Smith, “covered a 
large part of the country and inside of three months after 
our report the railroads had canceled all the rebates or 
discriminatory rates that had been criticised as illegal in 
that report. The government has been working on that 
also by the method of criminal prosecutions, and after 
four years’ work it has lost about two out of four cases. 
But the publicity did the business, because the whole re- 
bate system in oil, inside cf three months, was stopped.” 

Senator Cummins (Iowa) has re-reported to the Sen- 
ate the Burkett boiler bill originally reported last June. 
The bill provides for an inspector-general with two assist- 
ants and an inspector for each of the fifty inspection 
districts, all to be under the Interstate Commerce Com- 
mission. A rigid system of inspection is provided. 

The democrats elected to the next House will hold a 
caucus on January 16 to select their members of the next 
ways and means committee, map out a policy for tariff 

revision and determine whether the next speaker shall 
appoint the committees or they shall be elected by the 
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Representative Clark (Missouri), prospective 
speaker, has declared in favor of a committee on com- 
mittees. 

Senator Jones (Wash.) has received and presented 
to the Senate a petition from J. Edward Buckley of Chi- 
cago asking for a Senate investigate 
charges made against him, and also look into general con- 
particularly railroad men, in 


House. 


committee to 
ditions of Americans, 
Mexico. 

A system of local parcels post is proposed by a bill 
introduced in the -House by Representative Mondell 
(Wyo.). 

Representative Graham (Pa.), chairman of the com- 
mittee on expenditures in the Department of Agriculture, 
in a report on hearings into these expenditures held by 
the committee last session resommends that the govern- 
ment try to get the express companies to enter into 
agreements by which lower rates on all shipments may 
be secured. This has been done by the government in 
the case of telegraphing, the rates being fixed by the 
postmaster-general for all the departments. 

Representative Rainey (Dem., Ill.) has introduced a 
resolution in the House providing for the appointment of 
a committee of five members to investigate the railroad 
expenses incurred by Theodore Roosevelt while President 
of the United States. This is an echo of the late cam- 
paign when it was alleged that Mr. Roosevelt owed the 
Pennsylvania Railroad company $100,000 for transporta- 
tion furnished him while President. The railroad com- 
pany at the time stated that there was no unpaid bill 
against Mr. Roosevelt, and the story was generally re- 
garded as a campaign roorback. It is not thought the 
resolution will be seriously considered by the House. 

Legislation authorizing the railroads to charge higher 
rates of transportation has been asked by a large num- 
ber of railroad employes in New York state in petitions 
to Senator Root (N. Y.), which have been presented to 
the Senate. They are from lodges of the Brotherhood 
of Railroad Trainmen of Corning, Buffalo, Oneida, 
Rochester and Watertown; of the Brotherhood of Loco- 
motive Engineers of Albany, Buffalo, Cornell, Rens- 
selaer, Schenectady, Syracuse, Troy, Utica, Watertown 
and White Plains. 

Senator Flint (Cal.) Wednesday introduced a bill in 
the Senate amending Section 5 of the interstate com- 
merce act making it unlawful for any railroad or other 
common carrier subject to the act to own, lease, oper- 
ate, control or have any interest whatsover (by stock 
ownership or otherwise, either directly, indirectly, 
through any holding company or in any other manner) 
in any common carrier by water with which said railroad 
or other carrier aforesaid does or may compete for traf- 
fic, and in case of the violation of this provision each 
day in which such violation continues shall be deemed 
a separate offense. 

Senator Burkett (Neb.) has received and presented 
to the Senate a petition of the United Commercial Trav- 
elers of Nebraska against the parcels post bill. 

Senator Perkins (Cal.) has received and presented to 
the Senate a petition from the International Brotherhood 
of Boiler Makers and Iron Ship Builders and Helpers of 
San Francisco, asking for the passage of the boiler in- 
spection bill. 

Senator Lorimer (Ill.) is given a clean title to his 
seat in the Senate by the Senate committee on privi- 
leges and elections in its report filed Wednesday by 
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Snator Burrows (Mich.), chairman. The report was 
signed by all the members of the committee except 
Senator Frazier (Dem., Tenn.), who has announced he 
will file his individual views, and Senator Beveridge 
(Rep., Ind.), who, in a speech in the Senate Wednesday 
on the filing of the report, said he could neither concur 
nor dissent in the majority report, because not suffi- 
cient time had been given him to digest the evidence, 
which was voluminous, to reach a conclusion. 
Representative Graham (Pa.) has received and pre- 
sented to the House a petition from W. J. Strassburger 
against the passage of the boiler inspetcion bill. 
Congress adjourned Wednesday, December 21, until 
Thursday, January 5, for the Christmas and New Year 
holidays. Usually Congress reconvenes the day following 
New Year’s day, which would be Tuesday. The long re- 
cess is taken as an indication of Congress to enact only 
the appropriation bills and minor legislation and to 
shelve the more important legislation. The first two 
weeks of the session were, however, the very busy ones. 
The House, in addition to disposing of considerable legis- 
lation of a private character, passed five of the appropri- 
ation bills, the river and harbor, Indian, pension, legisla- 
tive, and deficiency appropriation bills. Although the 
ship-subsidy bill was supposed to be the regular order 
of business in the Senate, it was displaced by the omni- 
bus claims bill, which was used as a buffer against legis- 
lation of a general character. 
plished by the Senate. 


Little business was accom- 


POSTOFFICE DEPARTMENT. 


Postmaster-General Hitchcock is conducting an in- 
quiry into the cost of transporting the mails. The law 
provides that the postmaster-general shall request all rail- 
roads transporting the mails to furnish under seal such 
data relating to their operation, receipts and expenditures 
as may, in his judgment, be necessary to enable him to 
ascertain the cost of mail transportation and the proper 
compensation therefor. He is also charged with the duty 
of making a report to Congress with recommendations 
based on the information thus obtained. 

In pursuance of this inquiry forms were sent to all 
railroad companies requesting them to furnish information 
for each route as to car facilities furnished or employed 
for mail, passenger and express services, showing for 
each train run during the specified period, the termini 
and distance of operation, the frequency, the average 
speed, the number and size of railway postoffice cars and 
apartment cars run, the closed pouch service performed, 
and the number and length of passenger cars and of ex- 
press cars, and apartments for express run therein. The 
forms also provide for a statement of station service, sta- 
tion and terminal facilities, personal transportation, and 
supervision furnished for the mail and express services, 
and for each road or system a statement of train and 
car mileage, of total revenues of passenger, express and 
mail services, of total operating expenses, and of total 
passenger operating expenses. 

The charge has frequently been made in Congress and 
elsewhere that extravagant compensation is paid to the 
railroads, which has been alleged to be far in excess of 
that paid by express companies, which explains the care- 
ful and extensive character of the inquiry. 

With reference to the total passenger operating ex- 
penses a special inquiry was made requiring detailed in- 
formation with respect to the 116 primary accounts rec- 
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ognized by the Interstate Commerce Commission, showing 
for each item the amounts assignable directly to the mail 
express, passenger and freight services, and the amounts 
of the remainder apportioned to the passenger servic« 
(including mail and express) and the bases for such ap 


portionments. The inquiry also covered the cost and 
present value of railway postoffice and mail-apartmeni 
cars. 

The record from which the data were compiled by 


the companies was kept for the most part during the 
period from midnight, October 31, to midnight, Novembe: 
30, 1909, although some covered the months of December 
1909, and January, 1910. Most of the large systems and 
a majority of the smaller ones have submitted reports 
which cover approximately 2,350 out of 3,300 authorized 
railroad mail routes. These reports comprise about 6,750 
separate sheets containing exhaustive information. 

The work of tabulating and compiling this informa 
tion is immense and under special appropriation by Con 
gress a force of clerks has been at work since July 1 
1910. Based on the information as to the operation of 
trains and the space devoted in each to the mail, express 
and passenger services, computations have been com 
pleted showing the total car-foot miles for the period 
mentioned for each of the three classes of service named. 
A careful consideration and checking of the companies’ 
assignment and apportionment of operating expenses to 
the mail, express, passenger and freight services is now 
in progress. When this is completed it will be possible 
to compare the amount of service of each class per 
forme1, as represented by the car-foot miles, with the 
operating expenses assigned and apportioned to it, and 
thus to obtain a comparison of the cost of the three 
classes of service on an ascertained unit basis. The same 
process will be followed as to revenue derived from the 
three classes of service, and will also make possible a 
comparison of the revenue with the cost of the service 
for each class. 

Early in the investigation it became evident that a 
thorough and complete check of each item of information 
and its verification would be necessary to insure accuracy 
Many discrepancies were found which necessitated a 
voluminous correspondence with the railroad companies 
postmasters and the railway mail service. The incom 
pleteness of much of the information necessitated addi 
tional correspondence and the preparation of supplemental 
forms for additional data. Some companies failed to care 
fully follow the department’s instructions for the prepara 
tion of the forms, retarding the work and necessitating 
much revision of data. Other companies, including som¢ 
large systems, delayed submitting their reports owing to 
the great amount of labor involved. 

The information furnished is being carefully consid 
ered with reference to the present rates of pay and a 
special report will be made to Congress as soon as prat 
ticable containing the postmaster-general’s deductions and 
his recommendations. 

In reorganizing the bureaus of the second assistan! 
postmaster-general’s office, Postmaster-General Hitchcock 
has taken out of the division of railway adjustments ce! 
tain duties not related to it which have been transferred 
to the miscellaneous division. The division of railway 
adjustment will be hereafter engaged with railroad trans 
portation, railroad mail pay, and railway postoffice ca! 


pay and the transportation by freight or express of empty 
equipment and supplies. 
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Transportation of the mails during the fiscal year 
of 1910 cost as follows: 
| re er ee $44,654,515.97 
RENAE. SOOM DORTIOS. «uo. .c ns. 0ss  eeser wens 19,385,096.61 
ND ct 6 sidan uh Givi ww G8 .+.4:9.0his'« ed ele alee OO 6,913,708.97 
Railway postoffice car service.............. 4,686,122.27 
Transportation foreign mails................ 2,843,160.89 
Sf ee re er eee eee eee 1,630,638.48 
e.g ere cr 810,568.29 
Steamboats 726,916.89 
662,155.32 
postoffice department 
1910 they were $224,128,657. 


miestele. and . CRle. DRTR sb ioieis ccs. ces ese 

In 1900 the receipts of the 
were $102,354,579; in 
PARCELS POST. 

Our information is effect that all that is 
likely to be done with a parcels post this session is 
the including. in the postal appropriation bill of a pro- 
vision authorizing the postmaster-general to make a 
series of experiments on rural routes to determine the 
feasibility and expense of such an undertaking and 
its cost. It is practically assured that unless action 
is taken on the floor of the House there will be no 
provision for parcels post on rural routes generally, as 
the postoffice committee (Rep. Weeks, Mass., chairman) 
is opposed to inserting it in the postal appropriation 
bill, while time will not permit the consideration of a 
separate bill in committee and its passage by Congress 
in the face of pronounced opposition. Senator Penrose, 
chairman of the Senate committee, is awaiting action 
by the House and indicates that unless the provision 
for a parcels post is included in the appropriation 
bill, it will not get through this session, as a separate 
bill cannot be considered. 


OCEAN MAIL SUBVENTION, 


Postmaster-General Hitchcock seeks a mail subven- 
tion in a much simpler form than has heretofore been 
proposed in the ship-subsidy bills which have so long 
been before Congress. He suggests legislation authoriz- 
ing him to pay for ocean mail service, under the act 
of March 3, 1891, the same rates per mile for vessels 
of the second class on routes to South America, the 
Philippines, Japan, China and Australasia, 4,000 miles 
or more in length, or on routes to the Isthmus of 
Panama, as those now applicable to vessels of the first 
class, as provided in that act. 

In support of this proposition Mr. Hitchcock says 
that unless a change is made we cannot hope to secure 
service to far South American ports and ports of the 
Orient and Australasia in American vessels under the 
control of the department. The existing contracts cover 
service only from New York to Southampton, calling 
at Plymouth and Cherburg; from New York to Puerto 
Cabello, Venezuela, calling at San Juan, Curacoa and 
La Guaira, from New York to Maracaibo, Vene- 
zuela, calling at La Guaira and Curacoa; from 
New York to Tuxpam, Mexico, calling at Habana, 
Progreso and Tampico; from New York to Habana, 
Cuba; from Boston and Philadelphia to Port Antonio, 
Jamaica; from San Francisco to Tahiti; and from San 
Franeisco to Sydney, New South Wales, calling at Hon- 
olulu, Pago Pago and Auckland. Service under the last- 
account of the inability of the contractor to maintain 
hamed contract has not been performed since 1907 on 
it for the pay authorized by law. All other mail service 
between the United States and foreign countries is 


to the 
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wholly dependent on steamships over whose sailings 
the department has no control. More than 70 per cent 
of the vessels carrying the United States mail to the 
Orient sailed under foreign flags, and not a _ single 
steamship carrying our mails to Australasia or to any 
part of South America, except the north coast, carried 
the American flag. 

The efforts of the department to secure service 
have been unsuccessful, although proposals have been 
sought, through advertisements, on 35 routes. Service 
was begun on six routes, but abandoned. The contract 
for service between San Francisco and Australia has 
expired, and we are now dependent entirely on foreign 
vessels for such service. Of the 40 dispatches during 
September, 1910, from Pacific ports, only 9 were in 
American vessels, and none of the steamers, American 
or foreign, was under the control of the postoffice de- 
partment. Dispatches to all South American ports ex- 
cept Panama and Venezuela, are made exclusively in 
vessels of foreign register, in whose sailing dates the 
department has no voice. It is represented that our 
mails for the west coast of Central and South America 
are frequently delayed because the steamers which con- 
vey them to Colon fail to make close connections with 
the steamers which convey them from the [Isthmus to 
points beyond, which could be obviated if the department 
controlled the sailings. 

Mr. Hitchcock points out that the operation of 
the Trans-Siberian railway, shortening the time of 
communication between Europe and the Far East, has 
increased the importance of obtaining faster and more 
frequent mail service between our Pacific ports and 
the Orient as a means of holding or improving our 
advantages in that part of the world. The Canadian 
and New Zealand governments provide for two regular 
lines to Australia, and Great Britain and Japan provide 
subsidized lines from Pacific ports to the Orient. 

He suggests the following routes: 

(1) New York to Rio Janeiro, 6,000 miles, once in 
28 days. : 

(2) New York to Buenos Aires, calling at Monte 
video, 8,000 mile, every 28 days. 

(3) New Orleans to Valparaiso, via Colon, Panama 
and ports of Ecuador, Peru and Chile, 4,000 miles, every 
28 days. 

(4) San Francisco or Seattle to Hongkong, calling 
at Honolulu, Yokohama and Manila, about 8,000 miles, 
every 14 days. 

(5) San Francisco to Sydney, calling at Honolulu, 
Pago Pago and Auckland, 8,330 miles, once in 28 days. 
Ships on this line to alternate with sailings of Canadian 
line and Union Steamship company from Vancouver and 
San Francisco, so as to provide for regular fast service 
to Australasia three times a month. 

Provided service were secured on all these routes, 
the total cost would be about 2,201,000 a year, which, 
added to the cost of service already now in use, gives 
a sum less than the estimated profit from the foreign 
mail service, including its handling, in this country. 
The postmaster-general believes American commerce 
would be greatly benefited and the governmnt would 
gain by having its mails transported in vessels under its 
own flag, all at a moderate cost. 


PAN-AMERICAN RAILWAY. 


The International Bureau of American Republics in 
its December bulletin gives some interesting data on the 
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Pan-American railway, which, when completed, will unite 
the three Americas by an international railway line. 
This project was started twenty years ago and its im- 
portance to commerce between this country and South 
America is shown by the fact that then the total foreign 
commerce of the South American countries from Mexico 
to the Straits of Magellan was about $880,000,000. Last 
year this commerce was more than $2,000,000,000. The 
increase has been a natural result of the railway con- 
struction which has developed the resources of the dif- 
ferent countries through which it passes. Much of this 
railway construction has been either of trunk lines, 
which form sections of the Pan-American route, or of 
lines which are branches of the general Pan-American 
system and are feeders to it. 

“The very great growth of trade in the past twenty 
years shows how traffic awaits railway facilities and how 
also it is created when they are provided,” the bulletin 
adds. 

Through railway communication now exists from 
the cities of the United States to the southern border 
of Mexico, and gives an important means of through rail- 
way lines from New York to the Panama Canal zone. 
The distance from New York to the City of Mexico is 
3,026 miles; to Gamboa, on the Isthmus of Tehuantepec, 
550 miles, thence to the Guatemala border 284 miles, a 
total of 3,870 miles from New York to the northern 
terminal of the Intercontinental or Pan-American rail- 
way. 

“When there is direct railway communication from 
New York to Panama the first great link of the Pan- 
American railway system will be completed,” the bul- 
letin continues. There is now lacking only a small sec- 
tion, less than 40 miles, to secure through connection to 
Guatemala. 

“The building of this link has ben undertaken by 
capitalists interested in the railway systems of Central 
America. This section may be completed within a 
year. From Guatemala to Zacapa a line is in opera- 
tion, and the capitalists who control the other lines are 
engaged in surveys for the extension from Zacapa to 
the border of Salvador and from there on through to 
Honduras. In Guatemala about 50 miles of this exten- 
sion remain to be built and in Salyador 285 miles. 
The section 50 miles long in Salvador from Santa Ana 
to El Salvador is already built and will serve as a 
link in the main system. Construction has begun at 
La Union for the line to Salvador City, and will be 
tinished within eighteen months. To cross Honduras 
a section 72 miles will be necessary. The railway un- 
der construction on the Atlantic coast of Honduras 
ultimately will be extended to the Pacific. 

“Summing up the railway situation in Central 
America, 508 miles serving for Pan-American or inter- 
continental purposes are in operation; 680 miles of 
feeders are already built and 675 miles remain to be 
constructed in order to reach the canal zone by the 
shortest route, while 875 miles remain to be built by 
the longer route. There are to-day in Central America 
1,200 miles of railway of all kinds in operation and 
675 miles to be built to join and connect them with 
the trunk system reaching to Mexico and the United 
States. The total foreign commerce of Central America 
is approximately 50,000,000 a year. Every mile of rail- 
way completed adds to this commerce, and, in opening 


up the resources of very rich regions, insures a valu 
able traffic.” 
WASHINGTON NOTES. 

American railways are importing ties from Australia 
They are made of the wood known as Tasmanian oak 
Two hundred and ten thousand of these ties have Wee) 
ordered. It is said the wood of the Tasmanian oak i 
nearly everlasting. It is also non-inflammable and is 
thus peculiarly valuable as a safeguard against conflagra 
tions in tunnels. It is marvelously non-absorbent and 
resistant of damp, and is immune from the ravages 0! 
insects. 

Exports of merchandise from the United States has 
shown a steady increase during the year 1910. For th 
eleven months of the calendar year ended November 3) 
the exports of merchandise were $1,636,990,585, as agains! 
$1,555,720,931 for the corresponding period of 1909, show 
ing an increase of $81,269,654. There was also a large: 
increase in the imports for the same period, the increass 
being $88,993,748. 

All the countries of South America are entering the 
European market in competition with the United States 
in meat products. The last to enter the field is Uruguay 
A new line of steamers is being built for the Royal Mail 
Steam Packet company to carry frozen meat from the 
River Plate to Europe. The steamers will be equipped 
with chilled chambers for carrying the meat. 

The tonnage passing through the Soo canal has 
shown a marvelous increase in the last ten years, the 
increase being more than 100 per cent. The tonnage 
in 1860 was 403,657; in 1970, 690,826; im 1880, 1,734,890; 
1890, 8,454,435; in 1900, 22,315,834, and in 1910, 46, 
751,717. In the same period the freight tonnage on 
railroads carried one mile, per mile of line, increased 
from 141,596,551,161 tons in 1900 to 218,802,986,929 in 
1910. The revenue per ton per mile was 72.9 cents in 
1900 and 75.4 cents in 1910. 


Dine L. J. Spence 





New York, N. Y., December 23.—Friends and asso 
ciates of L. J. Spence, general freight agent of the 
Southern Pacific, gave him a dinner in the Waldorf 
Astoria, Saturday night. 

The occasion was the twenty-fifth anniversary of 
Mr. Spence’s connection with the Southern Pacific and 
a recognition of his recent appointment as assistan' 
director of traffic of the Union and Southern Pacific 
systems. It was also a farewell dinner, as Mr. Spence 
goes to new headquarters in Chicago. A silver set, ap 
propriately inscribed, was presented to Mr. Spence. 

He began railway work in 1885 as a stenographer 
in the office of Edwin Hawley, then general easter) 
agent of the Southern Pacific in New York. He was 
later made chief clerk to the assistant general traffi: 
manager, and from 1896 to 1902 was eastern freigh' 
agent; he was then appointed general eastern freigh' 
agent, and in 1906 became also general freight agent of 
the Atlantic steamship lines of the Southern Pacific. 


—— 


PROTESTS AGAINST COAL RATES. 


Creston, B. C., December 23.—The Creston Board of 
Trade has adopted the resolutions protesting against th: 
action of the carriers in advancing the coal rates fro! 
the Lethbridge district from $2.60 to $2.85 per ton. 
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DECISIONS OF COMMISSION 





Interstate Board Hands Down Rulings in Contested 
Cases 


Complaint Not Sustained 


OPINION NO. 1432 
No. 3334. 
(19 I. C. C. Rep., 672.) 
R. PRAHLOW 
vs. 

INDIANA HARBOR BELT RAILROAD COMPANY 

ET AL. 
Submitted November 11, 1910. Decided December 5, 1910. 


Inasumch as the record does not disclose a through rate 
in excess of the combination of locals, nor a case of 
misrouting, complainant’s contention that the rates ex- 
acted were unreasonable is not sustained. 


Although the Commission adheres to the principle as to 
weighing announced in Romona Oolitic Stone Co. vs. Van- 
dalia R. R. Co., 13 L. C. C. Rep., 115, it is not of opinion 
that substantial justice requires its application to the 
switching service here involved. Complaint dismissed. 

O. M. Rogers for complainant. 


H. T. Ballard for defendants. 


Report of the Commission; 
KNAPP, Chairman: 

Complainant is an ice dealer, engaged in business 
at Wolf Lake, Lake county, Ind. By complaint filed 
June 16, 1910, he attacks the reasonableness of certain 
charges exacted by defendants for the transportation 
of eight carloads of ice during February, 1910, from 
Wolf Lake, Ind., to the plant of the Gottfried Brewing 
company, in South Chicago, [ll. The complaint assails 
both the reasonableness of the rates and weights upon 
which they were assessed. 

The shipments in question moved over the Indiana 
Harbor Belt railroad from Wolf Lake to Indiana Harbor, 
Ind.. and thence over the Lake Shore & Michigan 
Southern railway to South Chicago. The charges as- 
sessed were the separately established rates of the 
defendants for what amounts in substance to a switch- 
ing service, and were made up in the following manner: 
indiana Harbor Belt Railroad Tariff, I C. C. No. 150, 
effective June 1, 1909, named a rate on all freight (ex- 
cept stone) from Wolf Lake, Ind., to the Lake Shore 
& Michigan Southern tracks at Indiana Harbor (when 
destined to South Chicago) of $5.25 per car of 60,000 
pounds or less, additional weight above 60,000 pounds 
at 18 cents per ton. Lake Shore & Michigan Southern 
Tariff, I. C. C. No. A-2362, effective December 21, 1908, 
named a rate on all freight, in carloads, from the 
Indiana Harbor Belt railroad at Indiana Harbor to the 
plant of the Gottfried Brewing company and certain 
other industries in South Chicago of $6 per car, 30,000 
pounds maximum, excess weight in proportion, or 2 
cents per 100 pounds. The tariffs of both roads _ pro- 
vide that the rates shall be based upon the marked 
capacity of the cars when weights are not furnished by 
shippers. Of the eight cars shipped by complainant, one 
had 50,000 pounds capacity. Upon it the Indiana Harbor 
Belt railroad assessed $5.25 per car and the Lake Shore 
$10, or a total of $15.25 for the movement. Four of 
the cars were of 60,000 pounds capacity, resulting in 
total charges of $17.25 per car. The remaining three 
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cars were of 80,000 pounds capacity, and upon them a 
total charge of $22.25 per car was assessed. 

Complainant’s claim for reparation, so far as the 
rates are concerned, is based upon the allegation that 
a lower combination was in force over defendant’s 
lines via Whiting, Ind. The facts in respect thereto 
are as follows: Indiana Harbor Belt Tariff, I. C. C. 
No. 150, above mentioned, named a rate from Wolf 
Lake, Ind., to industries and team tracks on the Indiana 
Harbor Belt railroad at Whiting, Ind., of $5.50 per car 
of 60,000 pounds, excess weight in proportion. Lake 
Shore & Michigan Southern Tariff, I. C. C. No. A-2362, 
named a rate from Whiting to South Chicago of $6 
per car of 60,000 pounds, excess weight in proportion. 
By reference to the rates above mentioned complainant 
asserts that the combination on Whiting was $11.50 
per car, and asks reparation upon that basis. It ap- 
pears from the record, however, that no combination 
upon ‘Whiting was possible. The Indiana Harbor Belt 
rate to Whiting was a purely local rate, restricted to 
industries and team tracks on its own line at Whiting, 
and this road does not interchange traffic with the Lake 
Shore at that point. For convenience in operation the 
defendants have arranged for interchange of traffic at 
Indiana Harbor only, and the rates in question were 
not applicable via Whiting. By its tariff, I. C. C. No. 
A-2658, effective November 15, 1910, the Lake Shore has 
increased its rate from Whiting to South Chicago to $6 
per car of 30,000 pounds or less, excess weight in pro- 
portion (amounting to 2 cents per 100 pounds); so 
that at present, even if the combination via Whiting 
were available, it would be the same as the Indiana 
Harbor combination. 

No evidence was introduced relating to the reason- 
ableness of the Indiana Harbor combination except the 
alleged combination on Whiting, which, as has been 
noted, was not available for a through shipment. For 
the reasons stated, the record does not disclose a 
through rate in excess of the combination of locals, nor 
does it present a case of misrouting, inasmuch as the 
cars were forwarded via the only available junction 
point. Therefore we cannot sustain complainant’s con- 
tention that the rates exacted were unreasonable. 

Complainant also asserts that the assessment of 
rates upon the marked capacity of the three 80,000- 
pound cars was unreasonable, because it was impossible 
to load into the cars an amount of ice approaching 
in weight the marked capacity. Upon this point the 
record is so unsatisfactory that no finding can be made. 
Complainant testified that he loaded three tiers of ice 
in each car, but admitted upon cross-examination that 
it would have been physically possible to load five tiers 
of ice. Complainant did not know the actual weight 
of the ice in any of the cars, but he argues in his brief 
that it would not be practical to load ice five tiers high, 
because if that were done the lading would exceed 
the capacity of the car. Defendants do not weigh cars 
upon which a flat switching rate applies, for the reason 
that the labor involved in switching cars to and from 
scales would add appreciably to the cost of the 
movement. In Romona Oolitic Stone company vs. 
Vandalia Railroad company, 13 I. C. C. Rep., 115, the 
Commission condemned a practice by which shipments 
of stone from non-scale points were billed at weights 
equal to the marked capacity of the cars. The weights 
in that case were applied to a line haul, and the prac- 
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tice resulted in frequent overcharges. Although we 
adhere to the principle announced in that decision, we 
are not of opinion that substantial justice requires its 
application to the switching service which is the subject 
of this controversy. An order will be entered dismissing 
the complaint. 


Beer Rates to Michigan Condemned 


OPINION NO. 1438. 
No. 3284. 
(19 I. C. C. Rep., 588.) 
CLEARY BROTHERS COMPANY 
vs. 
CHICAGO & NORTHWESTERN RAILWAY COM- 
PANY ET AL. 


Submitted October 10, 1910. Decided December 5, 1910. 
Rates on beer and other beverages from Milwaukee, Wis., to 

Gladstone and Escanaba, Mich., found unreasonable, and 

reparation awarded. 

G. M. Stephen for complainant. 

S. A. Lynde for Chicago & Northwestern Railway 
company. 

Report of the Commission. 


LANE, Commissioner: 

The complainant is a Michigan corporation engaged in 
the purchase and sale of liquors and kindred commodities, 
having its principal place of business in Escanaba, Mich. 
By its petition filed on May 13, 1910, it challenges the 
reasonableness of the rates exacted by the defendants for 
the movement of 53 carloads of beer and other beverages 
from Milwaukee, Wis., to Escanaba and Gladstone, Mich., 
on various dates ranging from January 5, 1909, to January 
4. 1910, inclusive. Of the foregoing shipments 21 carloads, 
aggregating 650,365 pounds in weight, moved from Mil- 
waukee to Escanaba, via the line of the Chicago & North- 
western Railway company, charges being collected at the 
rate of 22 cents per 100 pounds, or in the total amount of 
$1,427.32. The remaining shipments, of 32 carloads, aggre- 
gating 973,260 pounds in weight, moved from Milwaukee 
to Gladstone, via the lines of the Chicago; Milwaukee & 
St. Paul Railway company and the Minneapolis, St. Paul 
& Sault Ste. Marie Railway company, charges being col- 
lected at the rate of 22 cents per 100 pounds, or in the 
total amount of $2,092.56. The 22-cent rate as assessed is 
alleged to be unjust and unreasonabie to the extent that 
it exceeds a rate of 19 cents per 100 pounds based upon 
a minimum weight of 30,000 pounds, and reparation is 
asked upon that basis. 

The defendants deny that the rate of which complaint 
is made is excessive and resist the demand for reparation. 

It appears that at the time the shipments in question 
moved, there was in effect a rate of 19 cents per 100 
pounds on beer in carloads from such points as Spring- 
field, Kankakee, and Peoria, Ill., and Fort Madison, Du- 
buque, and Clinton, Iowa, to Escanaba, and this rate ex- 
tended to such northerly points as Ashland, Wis., and 
Duluth, Minn. A glance at the map will make it clear 
that much of the traffic originating in this territory must 
pass through Milwaukee en route to Escanaba while the 
length of haul is materially greater than the distance from 
Milwaukee to either Escanaba or Gladstone. 

On August 20, 1909, the 19-cent rate was made effect- 
ive from Milwaukee to Escanaba and Gladstone. More 
recently an effort has been made to advance the Escanaba 
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rate to 21 cents per 100 pounds, but the tariff carrying th: 
increase has been suspended by order of the Commission 

The Chicago & Northwestern Railway company does no 
now resist the demand for reparation upon the shipments 
in which it is interested but opposes an order requiring 
the future maintenance of the 19-cent rate. No appear 
ance was entered either for ‘the Chicago, Milwaukee & St 
Paul Railway company or the Minneapolis, St. Paul & 
Sault Ste. Marie Railway company at the hearing, bui 
the general counsel of the latter carrier, by letter filed a‘ 
the hearing, consented to submit the case for decision 
upon the pleadings. 

We find that the 22-cent rate assessed and collected 
by the defendant Chicago & Northwestern Railway com 
pany for the movement of beer and other beverages in 
carloads from Milwaukee, Wis., to Escanaba, Mich., was 
unjust and unreasonable to the extent that it exceeded 19 
cents per 100 pounds, and that the complainant is en 
titled to reparation in the amount of $191.63, with interest 
from August 24, 1909. We find further that the rate as 
sessed and collected by the defendants, the Chicago, Mil 
waukee & St. Paul Railway company and the Minneapolis 
St. Paul & Sault Ste. Marie Railway company for the 
movement of beer and other beverages in carloads from 
Milwaukee to Gladstone, Mich., was unjust and unreason 
able to the extent that it exceeded 19 cents per 100 
pounds, and that the complainant is entitled to reparation 
in the amount of $243.37, with interest from January 4. 
1910. 

The establishment of proper rates for the future will 
be reserved for further consideration. 

It will be ordered accordingly. 





ORDER. 

At a general session of the Interstate Commerce Com 
mission, held at its office in Washington, D. C., on the 5th 
day of December, A. D. 1910. 

Present: Martin A. Knapp, Judson C. Clements 
Charles A. Prouty, Francis M. Cockrell, Franklin K. Lane. 
Edgar E. Clark, James S. Harlan, Commissioners. 


No. 3284. 
CLEARY BROTHERS COMPANY 
Vs. 


CHICAGO & NORTHWESTERN RAILWAY COMPANY: 
CHICAGO, MILWAUKEE & ST. PAUL RAILWAY 
COMPANY; AND MINNEAPOLIS, ST. PAUL & 
SAULT STE. MARIE RAILWAY COMPANY. 

This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by the 
parties, and full investigation of the matters and things 
involved having been had, and the Commission having, on 
the date hereof, made and filed a report containing its 
findings of fact and conclusions thereon, which said. report 
is hereby referred to and made a part hereof: 

It is ordered, That defendant Chicago & Northwestern 
Railway company be, and it is hereby, authorized and 
directed, on or before the 15th day of February, 1911, to 
pay unto the complainant, Cleary Brothers company, th: 
sum of $191.63 with interest thereon at the rate of 6 pe! 
cent per annum from August 24, 1909, as reparation fo: 
an unreasonable rate charged for the transportation of 2! 
carloads of beer and other beverages from Milwaukee 
Wis., to Escanaba, Mich., which rate so charged has bee! 
found by this Commission to have been unreasonable, as 
more fully and at large appears in and by said report o! 
the Commission. 
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December 24, 1910 


It is further ordered, That defendants Chicago, Mil- 
waukee & St. Paul Railway company and Minneapolis, St. 
Paul & Sault Ste. Marie Railway company be, and they 
are hereby, authorized and directed, on or before the 15th 
day of February, 1911, to pay unto the complainant, Cleary 
Brothers company, the sum of $243.37, with interest 
thereon at the rate of 6 per cent per annum from January 
{ 1910, as reparation for an unreasonable rate charged 
for the transportation of 32 carloads of beer and other 
beverages from Milwaukee, Wis., to Gladstone, Mich., 
which rate so charged has been found by this Commission 
to have been unreasonable, as more fully and at large 
appears in and by said report of the Commission. 


Rates on Linters Unreasonable 


OPINION NO. 1433 
No. 3302. 
(19 I. C. C. Rep., 575.) 
DuMEE, SON & CO. 
vs. 

ALABAMA, TENNESSEE & NORTHERN RAILROAD 

COMPANY ET AL. 

Submitted October 3, 1910. Decided December 5, 1910. 


Defendants’ rates on compressed cotton linters, in carloads, re- 
leased to a valuation of 2 cents per pound, from Aliceville, 
Ala., to Philadelphia, Pa., found unreasonable, and repara- 
tion awarded. 


Edward J. DuMee for complainants. 
R. Walton Moore for Southern Railway company and 
‘Mobile & Ohio Railroad company. 


Report of the Commission. 


LANE, Commissioner: 

The complainants are cotton merchants, having their 
principal place of business in Philadelphia, Pa. The 
petition herein was filed on May 26, 1910, and puts in 
issue the reasonableness of the rate exacted by the 
defendants for the movement of three carloads of com- 
pressed cotton linters, released to a valuation of 2 cents 
per pound, from Aliceville, Ala., to Philadelphia, Pa., 
on July 23 and 26, 1909. The shipments in question 
aggregated 37,500 pounds in weight, and moved via the 
line of the Alabama, Tennessee & Northern Railroad 
company from Aliceville,, Ala., to Reform, Ala., thence 
via the lines of the Mobile & Ohio Railroad company to 
Columbus, Miss., and thence via the Southern railway 
and the Philadelphia, Baltimore & Washington railroad 
to Philadelphia. In the absence of a joint through rate 
on cotton linters from point of origin to destination, 
charges were assessed at the rate of 90 cents per 100 
pounds, made up of the combination upon Columbus, 
Miss., the total amount collected being $339.50. The 
rate applied is alleged to be excessive and discrimi- 
natory and out of harmony with the rates from points 
in contiguous and more distant territory. Reparation is 
asked. 

There can be no question that the rates on cotton 
linters applying from various points in Alabama, Mis- 
sissippi, Louisiana, and even Texas, to Philadelphia, are 
lower than the rate subjected to attack in this proceed- 
Ing. For example, Mobile, Ala., enjoys a rate of 42 
cents per 100 pounds; Meridian, Miss., a rate of 61 
cents per 100 pounds; Laurel, Miss., 63 cents per 100 
pounds; Newton, Miss., 63 cents per 100 pounds; Macon, 
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Miss., 60 cents per 100 pounds; Bastrop, La., 73 cents 
per 100 pounds; Hearne, Tex., 82% cents per 100 
pounds; Dallas, Tex., 88 cents per 100 pounds. [ft ap- 
pears, however, that the originating carrier, the Ala- 
bama, Tennessee & Northern Railroad company, is a 
newly constructed line, with a comparatively meager 
traffic, while the points tod which reference is made are 
served directly by extensive railroad systems. Under 
the circumstances we do not feel justified in requiring 
the Alabama, Tennessee & Northern Railroad company 
to join in the establishment of rates as low as those 
applying from points located on the rails of carriers 
more firmly established. The complainants’ representa- 
tive stated at the hearing that the company would be 
satisfied with the establishment of a rate of 82 cents 
per 100 pounds and an award of reparation upon that 
basis. The defendants have indicated their willingness 
to join in this adjustment. 

We find accordingly that the rate of 90 cents per 
100 pounds assessed and collected for the movement 
of the shipments giving rise to the complaint is unjust 
and unreasonable to the extent that it exéeeds 82 cents 
per 100 pounds, and that the rate for the future should 
not exceed that figure. Reparation will be awarded in 
the amount of $30, with interest from July 30, 1909. 
It will be ordered accordingly. 





ORDER. 

At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 5th day of December, A. D. 1910. 

Present: Martin A. Knapp, Judson C. Clements, 
Charles A. Prouty, Francis M. Cockrell, Franklin K. 
Lane, Edgar E. Clark, James S. Harlan, Commissioners. 

No. 3302. 
DuMEE, SON & CO. 
vs. 

ALABAMA, TENNESSEE & NORTHERN RAILROAD 
COMPANY; SOUTHERN RAILWAY COMPANY: 
MOBILE & OHIO RAILROAD COMPANY; AND 
PHILADELPHIA, BALTIMORE & WASHINGTON 
RAILROAD COMPANY. 

This case being at issue upon complaint and an- 
swers on file, and having been duly heard and submitted 
by the parties, and full investigation of the matters 
and things involved having been had, and the Commis- 
sion, having, on the date hereof, made and filed a report 
containing its findings of fact and conclusions thereon, 
which said report is hereby referred to and made a 
part hereof: 

It is ordered, That the above-named defendants be, 
and they are hereby, required to cease and desist, on 
or before the 15th day of February, 1911, and for a 
period of not less than two years thereafter abstain, 
from exacting for the transportation of compressed cot- 
ton linters in carloads, released to a valuation of 2 
cents per pound, from Aliceville, Ala., to Philadelphia, 
Pa., their rate of 90 cents per 100 pounds, which said 
rate is found by the Commission in said report to be 
unreasonable. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on 
or before the 15th day of February, 1911, and maintain 
in force thereafter during a period of not less than 
two years, and apply to the transportation of compressed 
cotton linters in carloads, released to a valuation of 

























































gener em 


See pee 








960 THE TRAFFIC WORLD AND TRAFFIC BULLETIN Vol. VI, No. 26 


2 cents per pound, from Aliceville, Ala., to Philadelphia, 
Pa., a rate which shall not exceed 82 cents per 100 
pounds, which said rate is found by the Commission in 
said report to be reasonable. 

And it is further ordered, That said defendants be, 
and they are hereby, authorized and directed, on or 
before the 15th day of February, 1911, to pay unto the 
complainant, DuMee, Son & Co., the sum of $30, with 
interest thereon at the rate of 6 per cent per annum 
from July 30, 1909, as reparation for an unreasonable 
rate charged for the transportation of three carloads of 
compressed cotton linters, released to a valuation of 
2 cents per pound, from Aliceville, Ala., to Philadelphia, 
Pa., which rate so charged has been found by this 
Commission to have been unreasonable, as more fully 
and at large appears in and by said report of the com- 
mission. 


Classification Improper: Refund 


OPINION NO. 1434. 
No. 2855. 
(19 I. C. C. Rep., 577.) 
J. H. DAY COMPANY 
vs. 

& OHIO SOUTHWESTERN RAILROAD 

COMPANY ET AL. 
Submitted September 30, 1910. Decided December 5, 1910. 


Reparation awarded on complainant’s shipments of iron drying 
racks from Brighton, O., to St. Louis, Mo., on account of 
improper classification. 


BALTIMORE 


G. M. Stephen for complainant. 
Robert _S. Alcorn for Baltimore & Ohio Southwestern 
Railroad company. 


Report of the Commission. 
LANE, Commissioner: 

The complainant corporation is engaged at Cincin- 
nati, Ohio, in the manufacture of various classes of arti- 
cles, and in a complaint filed September 11, 1909, claims 
reparation on three shipments of iron drying racks from 
Brighton, Ohio, to St. Louis, Mo., on August 9, 19 and 24, 
1907, respectively. The claim first was informally pre- 
sented to the Commission on July 26, 1909. These racks, 
which are about 7% feet wide, and 5% 
feet high, consist merely of a framework divided in the 
middle by a vertical skeleton partition 
partments, into each of which, resting upon narrow 
ledges, may be placed a number of shallow pans for use 
in drying or otherwise treating articles. The first two 
shipments consisted of 12 racks, each weighing in the 
aggregate 15,600 pounds; the third, of 7 racks, weighing 
4,550 pounds. 


long, 3% feei 


into two com- 


One item in the Official Classification (No. 30, Item 
16) in effeet at the time these shipments moved, rates 
“drying racks” double first class in less than carloads, 
no provision being made for carload shipments. The 
first-class rate from Brighton to St. Louis was 41 cents 
per 100 pounds, necessitating the payment of 82 cents 
per 100 pounds upon these shipments. Another item (No. 
22) of the same classification rates “racks, n. o. s.,” dou- 
ble first class in less than carloads, but carload ship- 
ments, minimum weight 10,000 pounds, are rated second 
class, which made a rate of 35 cents per 100 pounds 
from Brighton to St. Louis. Complainant’s contention is 


that the rate should not have exceeded that on “racks 


n. o. s.,” in carloads. 


It is explained by the complainant that the use for 
which racks were intended determined in large measure 
the rating under this classification, and that as thes: 
particular racks were to be used in drying macaroni it 
was believed to be necessary to ship them as “drying 
racks.” Otherwise might have been shipped as 
“racks n. o. s.”.. But whatever question might then have 
arisen on that subject, the classification in effect sinc 
January 1, 


they 


1910, has contained no provision whatever fo 
“drying racks,’ the rating now applicable on racks of all 
descriptions being that for “racks, n. o. s.”. The second 
class rate from Brighton to St. Louis is now 34% cents 
The Western Classification in effect since April 1, 1907 
also prescribes the second-class rate on “drying racks 
in carloads, minimum 10,000 pounds. 

It is our conclusion that complainant was entitled to 
the second-class rate on shipments, subject to 
minimum of 10,000 pounds, and that reparation should bh: 
awarded in the sum of $60.23, as claimed. The complai: 
ant at the hearing having abandoned its request for 
future rating, and it appearing that since January 
1910, the second-class rate has been effective on this 
class of goods, it is not deemed necessary to make a! 
order in respect thereto. 

An order will be entered for reparation in the sum 
of $60.23, with interest from September 1, 1907. 


these 





ORDER. : 

At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 5th day of December, A. D. 1910. 

Present: Martin A. Knapp, Judson C. Clements 
Charles A. Prouty, Francis M. Cockrell, Franklin K. Lane 
Edgar E. Clark, James S. Harlan, Commissioners. 


No. 2855. 
THE J. H. DAY COMPANY 
vs. 
THE BALTIMORE & OHIO SOUTHWESTERN RaAII!. 


ROAD COMPANY AND TERMINAL RAILROAD 

ASSOCIATION OF ST. LOUIS. 

This case being at issue upon complaint and answers 
on file, and having been duly submitted by) 
the parties, and full investigation of the 
things involved having 
having, on the date hereof, made and filed a report con 


heard and 
matters and 
been had, and the Commission 
taining its findings of fact and conclusions thereon, and 
having found that the above-named defendants’ Tate on 
iron drying racks from Brighton, Ohio, to St. Louis, Mo 
was, to the extent that said rate exceeded the second 
class rate of 35 cents per 100 pounds, minimum 10,000 
pounds, unreasonable and unjust: 

It- is ordered, That said defendants be, and they are 
hereby, authorized and directed, on or before the 15th 
day of February, 1911, to pay unto the complainant, The 
J. H. Day company, the sum of $60.23 with interest 
thereon at the rate of 6 per cent per annum from Sep- 
tember 1, 1907, as reparation for an unreasonable rate 
charged for the transportation of three shipments of 


iron drying racks from Brighton, Ohio, to St. Louis, Mo. 
as more fully and at large appears in and by said report 
of the Commission, which said report is hereby referred 
to and made a part of this order. 
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Minimum Applied Excessive 


OPINION NO. 1439. 
No. 3216. 
(19 I. C. C. Rep., 590.) 
FRED MILLER BREWING COMPANY 
VS. 
CHICAGO, MILWAUKEE & ST. PAUL RAILWAY 
COMPANY ET AL. 

Submitted October 17, 1910. Decided December 5, 1910. 
20,000-pound minimum is excessive as applied to consign- 
ments of empty beer kegs in refrigerator cars, but is not 
excessive with respect to empty kegs and bottles, mixed, 
or to straight shipments of empty bottles. teparation 
awarded on complainant’s shipments of empty beer kegs. 
Charles E. Canright for complainant. 

F. G. Wright for Chicago, Milwaukee & St. Paul Rail- 
way company. 

James C. Jeffery for Texas & Pacific Railway com- 
pany; Little Rock, Hot Springs & Western Railroad com- 
pany, and St. Louis, Iron Mountain & Southern Railway 
company. 

W. F. Dickinson and A. B. Enoch for Chicago, Rock 
Island & Pacific Railway company. 

D. L. Meyers for Atchison, Topeka & Santa Fe Rail- 
way company and Gulf, Colorado & Santa Fe Railway 
company. 

Report of the Commission. 

LANE, Commissioner: 

The complainant is a corporation, engaged in the man- 
ufacture and sale of beer and malt products, having its 
principal place of business in the city of Milwaukee, Wis. 
The petition herein was filed on April 6, 1910, and asks 
reparation for the collection of alleged unreasonable 
charges for the movement of various shipments of empty 
beer packages in refrigerator cars from points in Texas, 
Louisiana and Arkansas to Milwaukee, between May 25, 
1908, and January 26, 1909, inclusive. In each instance 
charges were collected in accordance with the lawfully 
established rate in conjunction with the carload minimum 
weight of 20,000 pounds. No complaint is made against 
the rates charged, but the carload minimum is alleged to 
be unjust and unreasonable to the extent that it exceeds 
a minimum of 15,000 pounds, as subsequently established. 

The testimony taken at the hearing seems to estab- 
lish the fact that it is impossible to load refrigerator cars 
with empty beer kegs, or kegs and bottles mixed, to the 
20,000-pound minimum effective at the time the shipments 
in question moved. The complainant’s witness testified, 
however, that it is practicable to load empty bottles to the 
full 20,000-pound minimum, and stated that no objection 
could be made to the Commission’s sanctioning that min- 
imum as applied to shipments of this character. The com- 
plainant was thereupon requested to file a supplementary 
statement with the Commission, setting forth separately 
the shipments consisting of straight carloads of empty 
bottles and shipments comprising kegs, or kegs and bot 
tles mixed. This statement has not been furnished, but a 
letter has been received stating that the complainant de- 
sires to recede from the position taken at the hearing and 
claims reparation upon all the shipments set forth in its 
petition. 

We think we may fairly find from the record that a 
20,000-pound minimum is excessive as applied to consign- 
ments of empty beer kegs in refrigerator cars, but we 
cannot in justice reach the same conclusion with respect 
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to empty kegs and bottles, mixed, or to straight ship- 
ments of empty bottles. In our judgment the complain- 
ant is entitled to reparation only in the case of shipments 
of the former character. The Commission suggests that 
a statement setting forth in detail the shipments which 
consisted of empty beer kegs, together with the charges 
collected and the reparation properly to be awarded under 
these findings, be prepared by the complainant and sub- 
mitted to the defendants for verification. When the Com- 
mission is in receipt of such a statement, properly 
checked, an order awarding reparation will be issued. 


Will Not Abolish Allowances 


After much delay and uncertainty it has been decided 
by the roads in the Trunk Line association not to abolish 
terminal allowances to industrial lines on January 1 as it 
was decided some time ago. 

Unquestionably, this is due partly, if not entirely, to 
the formidable opposition from the smaller roads. With- 
out mutual assent and co-operation the plan could not 
possibly be carried out successfully to the full extent con- 
templated. 

The strongest opposition and protest came from the 
Wheeling & Lake Erie and the roads owned by the steel 
corporation. These have for the time being blocked the 
efforts of the Pennsylvania, New York Central and the 
Baltimore & Ohio, who were the originators and pro- 
moters of the proposition. 

There is every likelihood that unless this matter is 
voluntarily adjusted in the near future, the Interstate 
Commission may take the matter up, and rule upon the 
legality of the allowances as now made by the railroads. 
In order to avoid such a decision by the Commission and 
at the Commission's desire, the largest trunk lines en- 
deavored to settle the matter among themselves. 

The failure to secure the consent of all the lines may 
now result in bringing about what both the large lines 
and the Commission wished to avoid, namely, a decision 
from the Commission in the Buffalo Union Furnace case, 
which would be very far-reaching in its effect. 

In the opinion of the traffic executive of one road this 
question presents one of the most intricate and difficult 
problems that the railroads have been called upon to de- 
cide. It was felt that any attempt to determine which of 
the many allowances now granted are legal or illegal 
would result in endless litigation and would leave the 
matter undetermined for perhaps years. 

It was evident that such a course would not meet the 
views of the Commission and it therefore seemed that the 
only course open was entirely to eliminate all such allow- 
ances. This would result in the greatest good to the 
greatest number. Some few of the smaller lines consid- 
ered that their business would be adversely affected, and 
therefore the effective date for the ending of -this practice 
has been indefinitely postponed. 

The railroad attorneys will now take the question up 
from the legal side, and endeavor to arrive at some lawful 
adjustment not found possible by the traffic officials. It 
is believed that some forms of these allowances are legal 
but the line between legality and illegality will require an 
extremely fine distinction. It is reasonable to suppose 

that any road whose allowances are adjudged illegal will 
contest in the courts the decisions of any railroad com- 
mittee or even the Commission.—New York Commercial. 
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RAILROAD SIDE OF THE CASE 


Why Class Freight Rates Were Advanced — Giving 
the Public What It Asks For 





BY WILLIAM HODGDON, 

Freight Traffic Manager, Pennsylvania Lines.* 

A subject so widely discussed as the proposed rate 
increase of the railroads may well be approached without 
preliminaries. 

The case of the railroads is about this: 

(1) We need more money. 

(2) We have sought it by raising the price of the 
only commodity we have to sell—transportation. 

(3) We have placed the increase on that traffic 
which is paying the least for the service rendered and 
which will bear the burden the easiest. 

As to whether we need the money—volumes have 
already been recorded. 

The testimony of Presidents McCrea, Brown and 
Willard, before the Interstate Commerce Commission, 
lifted the controversy above the level of a mere squabble 
for the pennies and the dollars between the railroad and 
the shipper to a broad question of national policy, in 
which every shipper, every business man and every citi- 
zen must feel himself interested. 

But the other side is being handled by hard fighters; 
specialists in traffic matters; lawyers with keen minds, 
sharp tongues and ready wits—good generals, too—for, 
when the case of the railroads looked its strongest, in- 
stead of going against the solid front, they started a 
flank movement, and, with startling suddenness, they told 
the Commission and the country that the railroads are 
wasting $1,000,000 a day, and to get more money they 
should save it. 

Often have I sat and listened to the spellbinder while 
he shot arrows of wit and sarcasm at the financial oper- 
ations of the railroads, flayed the “financier’—whatever 
that is—for piling burdens on the railroads, but always 
with the saving clause, which soothed our feelings, that 
they didn’t mean the workers in the ranks; not the 
trackmaker; not the mechanical man; not the trans- 
portation man; not the traffic man; not the president, 
who is, generally, a worker risen from the ranks; for 
them he had only respect and sympathy, because they 
had to work the harder to save and to get money to meet 
those unjust burdens. 


And now General Brandeis kicks the last prop of 
pride from under us. We, the workers, are wasting a 
million dollars per day. 


No wonder the presidents of some of the roads felt 
like the poor devil who awoke in the night to find a 
burglar going through his trousers. “What are you doing 
there?” he said. “I’m a desperate man and I want 
money,” answered the burglar. “Gad, man, hunt hard! 
If you find anything I'll divide with you!” 

The presidents telegraphed Mr. Brandeis to show 
them the million and name his own price. 

But if this were a somewhat startling move, it is, to 

*An address delivered before the Cincinnati branch of the 
National Metal Trades Association. Mr. Hodgdon, in a manner 
free from all acrimonious comment, gives the railway side of 
the rate question in a very clear exposition. Those who may in 
their minds combat his argument cannot refuse it considera- 


tion for its frankness, and there is much away from trodden 
paths in what he says.—Editor. 


my mind, an admission of the first count in our case 
We do need the money. 

And you, my friends, don’t want the railroads to 
save a million dollars a day. You want the best service 
You want the railroad market for your commodities. 
You want the railroads to expand and develop. The rea! 
question at issue to-day is, whether the American people 
will continue to support their railroads in the style the) 
have been accustomed to. 

And so we raised the rates. 

The increased rates were fixed according to the best 
judgment of the traffic men of the railroads; and, gen 
tlemen, without the slightest arrogance, I want to say to 
you that that is the best basis for fixing rates—‘accord 
ing to the judgment of the traffic man.” That judgment 
is not infallible and, in so far as Congress has given to 
a Commission the power to arbitrate, regulate and rectif) 
mistakes, it is wise, but beyond that the power to fix the 
definite rate is practically and logically wrong—practi 
cally wrong because it is beyond the power of any Com 
mission to do it—logically wrong because all experience 
shows that such power may not safely be given without 
responsibility for results. 

“The realization of the power now lodged with the 
Interstate Commerce Commission is enough to make a 
man tremble.’ Those are the words of the most distin 
guished citizen of your Queen City—the public words of 
President William H. Taft. 

The law says the burden of proof that the rates ar¢ 
reasonable is upon the railroads and we have shouldered 
the burden. 

In discussing the question, I shall refer only to the 
territory in which the Pennsylvania system operates. 
Her rails extend from the shores of the Atlantic to the 
banks of the “Father of Waters” and from the Straits oi 
Mackinaw to the waters of the Ohio; and, within this 
territory the increase is put upon class traffic and a few 
commodities. 

You gentlemen are more or less familiar with the 
way freight rates are made in this territory. First, all 
articles for shipment are classified. The Official Classi 
fication contains 8,000 ratings; not 8,000 articles, mind 
you, because one article may be rated several times, ac 
cording to condition of shipment—in boxes, in crates, in 
bags, bundles, loose or in bulk. 

Then certain commodities are taken from the classi- 
fication and given commodity ratings lower than class 
ratings, because of special circumstances which differ 
entiate them. 

Broadly speaking, the first, second, third and fourth 
classes are for less than carload quantities of genera! 
merchandise; the fifth and sixth are the carload classes. 

The rates in the territory referred to are constructed 
by taking the New York-Chicago rates as 100 per cent 
and making the rates from and to other points relative 
thereto. 

In the western part of the territory rates are per 
centage differences higher or lower than the 100 per cent 
rate. Cincinnati is 87 per cent, St. Louis is 117 per cent 

In the eastern part the rates are fixed differences in 
cents higher or lower than New York—Boston being 
higher, Philadelphia and Baltimore lower. 

Within the parts the rates are scaled to fit the rate- 
structure so created. 


The unit of charge is 100 pounds or one ton, but the 


unit of service is the car; so that the actual cost and 
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money return is for the movement of the car and its 
load. 

The judgment of the railroad man is that the rates 
should be raised on the class traffic primarily. 

Why? 

Because upon that traffic the highest quality of serv- 
ice is demanded and given and the lowest returns are 
secured. 

The cry of the “merchandiser” is “time’—60 hours, 
New York to Cincinnati; 60 hours, New York to Chicago. 
The road that can’t make it isn’t in it. 

It is a struggle for the good road under good condi- 
tions; under bad conditions it is a terrific struggle—and, 
for the poor road, it is heart-breaking. 

To meet the demand the roads have adopted what 
are called “RQ” cars—‘“regardless cf quantity cars.” 
These are cars which run regularly through from point 
of shipment to destination, into which is loaded the less- 
than-carload freight offering at the time—‘“regardless of 
quantity.” 

It is a constant contest between the demand for im- 
mediate movement and the desire of the railroad to get 
a full load for the car. An average of a million cars 
showed 5.3 tons—10,600 pounds—per car. This includes 
cars in many districts—iron districts, where the articles 
are heavy and the tonnage plentiful; jobbing districts, 
where the articles are comparatively light and the ton 
nage is limited. 

The average out of New York was 9,680 pounds, or, 
we will call it, 10,000 pounds. The average earnings, 
New York to Chicago, were $69.95, or, say, $70 per car. 

This merchandising traffic is in the first, second and 
third classes principally, but partly in the fourth class, 
and upon these classes the increase is for: 

First, second and third classes............... 20 per cent 
he. a RR USAR iS ee ero eee - 13 per cent 

Upon the fifth and sixth classes, which are the car- 
load classes, the increase is 10 per cent and 8 per cent, 
respectively. 

Certain commodities were 
about 9 per cent of the total. 

Other commodities were not raised. 

The average earnings on carload traffic raised were 
$107 on about 46,000 pounds per car. 

Average on commodities not raised, $133 per car, or 
about 62,000 pounds. 

Now remember that the railroad loads and unloads 
the merchandise while the owner does that for carloads. 

And there, gentlemen, you have it. 


raised, amounting to 


Harnings on merchandise (raised)................ $ 70.00 
Earnings on carloads (raised).................... 107.00 
Earnings on commodities (not raised)............. 133.00 


Was it reasonable to raise the $70 traffic and the 
$107 traffic and leave the $133 traffic as it was? 

But the traffic men never stops at that point. 

Can the traffic bear it? 

Upon no other traffic can the increase be put where 
it will be such a small per cent of the value or distrib- 
uted so widely. 

The increase on a pair of shoes from Boston to Chi- 
cago is less than one cent. Can the traffic bear it? 

In the judgment of the traffic man it can, and, upon 
the judgment of the traffic man the rate structure of this 
country has been built. A structure bearing the burden 
of a marvelous tonnage, moving with marvelous facility. 


Mark Twain said that the difference between a 
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blunder and a ‘mistake is that when you come away and 
take the wrong umbrella, if it is better than yours, it’s a 
mistake; if it’s worse than yours, it’s a blunder. 

And so with the traffic man. If he makes the rate 
too high, it’s a mistake, because the traffic won’t move; 
if he makes it lower than necessary—why, then he’s a 
“chump!” 

Perhaps the traffic man doesn’t always escape the 
epithet, 

Possibly you have been asking why the railroads 
have been carrying the $70 freight at that figure so long. 

There is something of reason in it. 

These rates were fixed in 1887, when the original 
interstate commerce law went into effect—23 years ago. 

At that time the East was the manufacturing and 
merchandise section; the farmers of the great West and 
South sent their grain and cattle and meat and cotton to 
feed the workers and fill the looms, not alone of this 
country, but for export to foreign countries and the bal- 
ance of tonnage was eastbound and the empty cars were 
in the East; and, true to his instinct, the traffic man 
wanted to fill the empties. But things have changed; 
manufacturers have moved west; exports of grain, cattle 
and meat have decreased and new routes have been 
found to divide the tonnage. Cotton is manufactured 
near the fields and the export movement is largely 
through southern ports. The empty car is not now the 
reason it was for low rates. 

But why haven’t they been raised before? Because 
every attempt to raise them has been met by the same 
storm that we see raging now, only in different form. 
The noise of the many has been overpowering. And the 
railroad man has quailed before it. 

Within the last decade the Pennsylvania has made 
three horizontal increases in wages: 


OL. AE. sila wets eon «biota Sy ae ane WU. cle a 10 per cent 
ere ee ee eee Fee Cec 10 per cent 
et Sere eee nk ene eae 6 per cent 


Compounded that is 28% per cent. And other goods 
made advances upon various basis at those times. 

In 1902 the rates were raised on manufactured arti- 
cles of iron and steel. In 1907 the rates on raw materials 
—coal, coke, stone, ore-—were raised, and the rates on 
grain were raised about % cent per 100 pounds. 

These advances were discussed with the shippers—a 
limited and reasonably compact body of interested men. 

In 1910 it is proposed to raise the rates on class 
freight, except iron and steel articles, which were raised 
before, and on a few commodities that can bear it. 

The last of necessity brought the railroads to it; the 
necessity of an increase of $34,000,000 in wages within 
the territory we are discussing, to meet the increased 
cost to the wage worker of commodities, which have 
doubled and trebled in price, while the rates on which 
they moved have remained stationary. 

What we might have done in the way of discussion 
with interested shippers is problematical. The law 
stepped in and the discussion is now on before the Inter- 
state Commerce Commission. They are the judges. 

But you, the people, are the real arbiters of this 
question and of the real issue whether the American peo- 
ple will support their railroads in the style they have 
been accustomed to. 

The mecca of the railroad man to-day. is Washington, 
D. C.: not because it is the seat of the lawmaker, but 
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because it is the seat of the Interstate Commerce Com- 
mission. 

The portal to that city is a magnificent passenger 
station, used by all lines, and built at an expense of $14,- 
000,000, with a grandeur and beauty of architecture, 
matching in impressiveness the government buildings at 
the capital of our nation. 

If you go there you cannot help being impressed and 
pleased with the greatness and beauty of the structure, 
but the pleasure will not cost you a penny extra. You 
will not go to Washington to see this station and the 
railroads have no reason to expect a dollar of extra rev- 
enue on account of it. 

Is it extravagance? 

The city of Washington is under the jurisdiction of 
Congress and they, the representatives of the people, ex- 
pressed their wishes as to the character of station that 
should be built. An iron shed would serve to house the 
people using it. The extra money was spent for the ben- 
efit of the public without hope of a cash return. 

Is that extravagance, or are we right in believing the 
people want the best and expect to pay for it? 


Markham Succeeds Harahan 





New York, December 23.—Charles H. Markham, pres- 
ident of the Gulf Refining and the Guif Pipe Line com- 
panies of Pittsburg, was elected president of the Lllinois 
Central railroad system at a meeting of the board of 
directors of that road in this city Wednesday. He suc- 
ceeds J. T. Harahan, who is automatically retired under 
the pension rules of the company. 

The new executive received his railroad training on 
the Harriman lines, but has been out of active service 
since 1904. He was born at Clarksville, Tenn., in 1861. 
Like many other chiefs of great American transporta- 
tion systems, Mr. Markham made his debut in a very 
humble way, starting in as a section laborer on the Santa 
Fe in 1881. The same year he was made station agent 
for the Southern Pacific at Deming, N. M. He remained 
there six years and was then transferred to Lordsburg, 
N. M., being promoted the same year to the agency at 
Benson, Ariz. 

For six years, from i891 to 1897, he was district 
freight and passenger agent for the Sotthern Pacific at 
Fresno, Cal. In 1897 he was appointed general freight 
agent of the Oregon lines of the company, and four 
years later, in. 1901,.he was made assistant freight traf- 
fic manager of the road, with headquarters at San Fran 
cisco. Mr. Markham was elected vice-president of the 
Houston & Texas Central railroad in 1904. Early in the 
same year he was made general manager of the South- 
ern Pacific; in June he was advanced to a _ vice-presi- 
dency, and in November resigned to become general 
manager of the Guffey Petroleum company. properties, 
with headquarters at Beaumont, Tex. 

James T. Harahan, retiring president, has held that 
office. since November 7, 1906. For a number of years 
prior to that time he was one of the vice-presidents of 
the company. 


POSTPONES EXPRESS RATE HEARING. 


Eansing, Mich., December 23.—The general hearing 
on express rates, which was to have been held by 
the state railroad commission last week, has been post- 
poned until February 15. 


‘-Vol. VI, No. 26 


RATES NOT ALONE IN DECLINE 


—_———— 


BY OSCAR F. BELL, 
Traffic Manager, Crane Company. 


In THe TRAFFIC Worwb, issue of December 17, is 
a reprint of a tariff of the Georgia railroad of local 
rates in Georgia in effect July 21, 1886. The tariff 
shows a first-class rate of $2.25, which you say is now 
41 cents. This is an error, for the rate of $2.25 in 
the tariff applies between Augusta and Atlanta, and 
the present published first-class rate between these 
two points is 58 cents. The Georgia railroad commis- 
sioners’ tariff for the like distance is 66 cents. 

The Chicago Transportation association published in 
a circular issued by the association under date of 
November 12, 1910, a copy of a tariff of the Union 
Express company, dated New York, August, 1885, quot 
ing rates on freight from New York and Boston to 
various western points of destination. This tariff shows 
a first-class rate from New York to Chicago of $1.71, 
while the present rate, which has ruled for twenty 
years or more, is 75 cents per 100 pounds. 

It has occurred to me that it might be of interest 
to show in connection with these large reductions, 
effective during the last half century, the similar re 
ductions that have been made in the price of manu 
factured material. Take the line the Crane company 
manufactures, for instance—steam-fitting goods in brass 
and iron. I attach hereto a clipping from The Valve 
World, a publication issued monthly by the Crane com 
pany, giving a comparison of prices of valves and fit 
tings of to-day with those of thirty-seven years ago: 
that is, in 1873. The comparison was made as of date 
January 1, 1910, but practically the same prices rule 
to-day. It will be noticed that brass goods are selling 
at less than one-half the prices obtained in 1873, and 
that iron valves and cast-iron and malleable fittings 
are selling at one-fourth to one-third of the prices ruling 
in 1873. It should also be noted that the actual prices 
obtained in 1873 have been reduced to the level that 
would have shown had the prices of pig iron and 
copper been as low then as they are now. In other 
words, the decreases in selling prices shown are due 
to improved methods of manufacture. 

The article referred to follows: 

“As there is so much talk at the present time 
about high prices, the trade may be interested in an 
article published in The Valve World a year ago last 
December, comparing the prices of certain articles 
in 1873 with the then current prices. The article was 
published originally as a piece of news, but the sub 
stance of the article—with prices revised to date 
is reprinted to show that, whatever may be true about 
other lines, Crane company is furnishing the goods 
enumerated below—and they are fairly typical—on an 
average of one-third the price at which the company 
sold the goods thirty-seven years ago, based on the 
same price of raw material. 

“The 1873 prices have been placed at the level 
they would have shown had the prices of pig iron and 
copper been as low then as they are now. Ther 
have been material reductions in the prices of raw 
material entering into these goods. Copper especially 
is very much cheaper now than in 1873, consequent) 
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the reduction in prices of brass goods is considerably 
greater than shown in the table, which was prepared 
to show the decrease in price, due to other causes than 
cheaper raw materials. 1873 was a prosperous year 
for Crane company, and business conditions then and 
now are fairly comparable. 


1873 Price Reduced 
to Equal Price on 
Basis of Present 
Cost of Material. 


January 1, 
1910, Price. 


2-inch brass globe valve............. $ 1.36 $0.60 
2-inch brass globe valve ............ 3.58 1.75 
l-inch brass gas cock ...... edt cts 17 .38 


l-inch brass steam cock 1.34 .60 
l-inch iron cock, screwed ........... 1.47 3 
2-inch iron cock, screwed 4.40 .70 


t-inch voke globe valve ............. 20.90 4.95 

l-inch cast iron elbow .............. 10% .03 44 
2-inch cast iron elbow ............. .38 08% 
2-inch cast iron flange union........ 1.10 25 

l-inch malleable iron elbow......... 12% 04% 
2-inch malleable iron elbow........ 44 14% 
l-inch malleable union ............. 37% 08% 


“The selling price of wrought tube radiators in 
one-half of above time came down from 75 cents to 
16 cents per foot of radiation. 

“The rate of wages for labor is fully as high now 
as it was then; and the natural deduction is that all 
the shown results in decreased selling prices are due 
to improvements in manufacturing—that is, the com- 
pany is now manufacturing, not simply making goods.” 


Coal Operators Want Lower Rates 


Washington, D. C., December 23.—Coal operators in 
the Pennsylvania and West Virginia fields and _ repre- 
sentatives of the coal-carrying roads of the east held a 
joint meeting here a few days ago. As a result, it seems 
probable that there will either be a reduction in rates 
from the West Virginia districts or an appeal to the 
Commission to compel a reduction from both fields. 

The operators held a preliminary meeting and then 
went initio conference with the roads. After its adjourn- 
ment it was stated that the subject would be brought to 
the attention of the coal-carrying lines at an early date 
in New York. It appears that the West Virginia oper 
ators want the differential on tidewater coal abolished. 
This the Pennsylvanians not only oppose, but say they 
are entitled to lower rates than they now enjoy. Opera- 
tors in both fields, moreover, feel that there should be 
a reduction in rates regardless of the differential ques- 
tion. 


Lower Court Ruling Sustained 


Columbus, O., December 23.—The state Supreme 
court has handed down a decision sustaining the verdict 
of the Court of Common Pleas of Franklin county that 
the state railroad commission has no power to enforce 
demurrage rules on interstate traffic. 

The litigation was inaugurated by the Ann Arbor 
and other roads, which attacked the commission’s regu 
lations in the Franklin county court. An injunction was 
granted the carriers and this was sustained by the Cir- 
cuit court. Since the filing of the suit the state law has 
been amended with the purpose of giving the commis- 
sion specific power in this matter. 

The decision of the lower court was published in 
THE TRAFFIC BULLETIN for June 5, 1909. 
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HOLDS HEARINGS IN NEW YORK 


Railroad Securities Commission Listens to Views of 
Commissioners, Economists, Lawyers 
and Financiers 


New York, December 23.—Hearings are being held 
here by the Railroad Securities commission on the ques- 
tion of federal control of stock and bond issues of com- 
mon carriers. Men prominent in railway and financial 
life have appeared to give their views. 

A brief résumé of some of the more important 
testimony follows: 

Francis Lynde Stetson declared that he was opposed 
to federal regulation of securities of transportation com- 
panies, but that state regulation was beneficial. In the 
matter of the sale of stocks below par he held that neces- 
sity often compels a road to take whatever it can get for 
its shares, but if a share is issued at 100, he said, it 
should be actually worth that at the time. 

He said further that he was engaged in framing a 
bill for introduction into the state legislature, which 
should amend article 2 of the stock incorporation law, 
relating to the issue of capital stock without any nominal 
or par value. The bill provides that a corporation may 
wipe out its stock par value by a vote of its stockholders, 
the measure-being permissive and not compulsory and 
applying to existing as well as’ future corporations. 

Asked if he thought that the consent of all stock- 
holders would be necessary, Mr. Stetson replied that in 
most states a vote of the majority would be sufficient to 
erase par values. As examples of stock without par 
value he named Great Northern Ore trust certificates 
and various land trust certificates issued in Massachu- 
setts. So far as he knew there had been no difficulty in 
issuing those securities without any nominal value. 

Mr. Stetson saw no general tendency toward railroad 
monopoly, explaining that no such condition can arise 
without attracting capital to the building of competing 
lines. Without government regulation he admitted a rail- 
road monopoly would take in rates all that the traffic 
would bear up to the point of diminishing returns, re- 
gardless of capitalization. So far as rates are concerned, 
contended the witness, overcapitalization has absolutely 
no effect upon them. The belief that overcapitalization 
leads to higher rates and bad service he characterized 
as “not only erroneous, but ridiculous.” Its basis, he 
said, was only in pure theory. 

To explain his contention that the states should 
have control over the issue of new securities, Mr. Stet- 
son said that when the public service law was first 
adopted in New York he doubted its wisdom, but that 
now he was convinced that the law, as administered in 
the second district at least, was beneficial. “It is a step 
in advance,” said Mr. Stetson. 

“You do not favor the federal government taking 
a hand in any way in the regulation of corporation capi- 
tal?” asked a commissioner. 

“Decidedly not.” 

“Because of constitutional reasons, or why?” 

“In the first place, because I am decidedly of the 
opinion that the government has no such constitutional 
right; then, assuming that it has, because I regard such 
a course as impolitic.” 

Frank W. Stevens, chairman of the up-state public 
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service commission, said that capitalization does not play 
a very active part in the question of rates. He was 
strongly opposed to federal regulation. Local traffic he 
had found to be monopolistic in nature, and he consid- 
ered that such a condition. could be regulated far better 
by local authorities than by a central administration in 
Washington. He agreed with Mr. Stetson that the elim- 
ination of the dollar sign from certificates should be 
taken up, at least as an experiment. Too great a ten- 
dency to assume the necessity of a rigid system of cap- 
italization was the thing which Commissioner Stevens 
particularly emphasized. 

Robert S. Brookings of St. Louis, a banker and man- 
ufacturer and one of the trustees of the Carnegie peace 
foundation, testified that in his opinion regulation is im- 
proper because it will interfere with the need of new 
capital at a time when there is no margin of profit. Any 
effort to establish a protectorate over investment he held 
to be politically and economically unwise. His conten- 
tion was that the investor pays no attention to denom- 
inational value of stocks as related to their actual value 
any way and that expert information is open to any in- 
vestor who can read railroad reports, or who can afford 
to employ a more competent person to advise him. 

In disapproving the establishment of investors’ pro- 
tectorates he quoted Ambassador James Bryce to the 
effect that it would be bad political economy. The 
broadest sort of publicity of the purchases of branch 
lines by trunk lines would be a good thing, but the gov- 
ernment should not assume financial responsibility by 
actually regulating the price paid in such transactions. 
He thought federal control was better than state control 
because of absurd state laws regarding railroads. He 
cited Texas particularly. Government ownership would 
be the only way of absolutely regulating rates. Such 
procedure he regarded, however, as “financially imprac- 
ticable and politically unsound, fatal above all to initia- 
tive.” 

Mr. Brookings held that rates cannot be fairly based 
on security par values, nor on present physical valuation, 
but must be based on the total of what has been put 
into a road “in money, time and brains.” 

Jacob H. Schiff, head of the banking firm of Kuhn, 
Loeb & Co., testified that in his opinion it is unwise to 
leave interstate railways at the mercy of state com- 
missions. He cited Texas as the state in which state 
laws have shown themselves most disastrous, keeping 
outside roads to the most roundabout routes whenever 
they wish to enter the state. While avowedly not an 
advocate of the new nationalism, Mr. Schiff held that 
the Interstate Commerce Commission alone should con- 
trol interstate carriers. The specific danger pointed out 
by Mr. Schiff was the possible conflict between the 
activities of state and federal commissions. “And we 
eannot serve two masters and prosper,” concluded the 
banker. 

Mr. Schiff .also suggested that the Hadley commis- 
sion recommend that stock shall not be issued below 
par. His insistence upon federal rather than state reg- 
ulation of railroads was strong, if not vehement. In 
purely financial operations he appeared to distrust regu- 
lative activities, or at least to favor a certain freedom. 
He said, for example, that a road should be allowed 
to deal with its own credit as best it could. He doubted, 
too, the practicability of making a hard and fast rule 
as to the exact rate at which a railroad should borrow 
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money. Questioned specifically as to his preferences in 
the matter of issues, he said: ‘I do not approve of 
issuing participation certificates with the par value elimi- 
nated.” 

W. M. Acworth, who was described by Chairman 
Hadley as a parliamentary barrister who had become 
the greatest expert on English railways and who had 
had more to do with the shaping of transportation 
policies in the United Kingdom than any other person, 
gave a general description and explanation of the Eng- 
lish procedure in the incorporation of new railways and 
in the raising of capital by old companies. So far as 
railway promotion is concerned, he said that it has 
been dead for a decade or two. In England a railway 
company can come into existence only by a special act 
of Parliament, known as a “private bill.” First, the 
promoters must comply with what are known as “stand- 
ing orders,” which are as effective as statutes, requiring 
the deposit of exceedingly detailed plans, estimates, etc., 
and a deposit in cash or consols of 5 per cent of the 
amount of the estimate. The “private bill” may author- 
ize a certain capitalization, three-fourths of which must 
be in stock, or “shares,” and only one-fourth in the 
form of a loan. 

Parliament governs thus not only the building and 
operation of railroads, but the issue, transfer and reg- 
istration of stock and shares and debentures, and the 
powers of directors and stockholders. The bill also pro- 
vides for a limited time in which the road must be 
built, usually five years, and a penalty if the line is 
not opened at the appointed time. The deposited bill 
is first scrutinized by officers of both houses of Par- 
liament, who see. to it that there are no departures 
from precedent. All departures have to be accounted 
for and contended over. Eventually a special committee 
takes up the examination of the bill, calling witnesses, 
if necessary, to test its soundness. Conviction that the 
bill shows reckless promotion or any taint of mala fides 
will kil} it in the committee room. But Parliament does 
not guarantee to protect the safety of any investment. 

Raising the capital for old companies usually goes 
unchallenged in_ England. The company’s manager tes- 
tifies before the committee which has its bill in charge 
as to the objects for which the new capital is needed. 
Legal ingenuity between 1845 and 1910, has, according 
to Mr. Acworth, done much to get around after the 
bills have become acts the statutory restrictions put on 
companies. Maximum rates and charges are, of course, 
fixed in the bill. Reports and audits are not so full 
as in this country. New stock is ordinarily sold directly 
in the open market through brokers. Shareholders do 
not get any “rights” as a rule. There is no such thing 
in England as a railroad mortgage bond. The closest 
approach to it is what is known as “rent charges.” 
Mr. Acworth explained that instead of buying land for 
its line a road may rent the land, paying a fixed rental. 

Asked if it had been the custom in England to check 
competition by new companies in putting old concerns 
at an advantage, Mr. Acworth said that the great cost 
of “building for all eternity” was so great there that 
no such action was necessary. Practically no new lines 
pay expenses. .Frank overcapitalization would have done 
no good economically in England, and unbridled power 
would have been internally bad for the companies. 
“Potential rather than actual competition has kept our 
railways in a healthy condition,’ said Mr. Acworth. 
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“New railroad building is kept back more by the un- 
certainty than by the expense and delay of parlia- 
mentary procedure. The extraordinary amount of detail 
required in the surveys does not keep back promoters, 
even if one promising line was said to have been thrown 
out by a committee because a pig sty on its line was 
not properly described on the blueprints.” 

Robert S. Lovett, president of the Southern Pacific 
and the Union Pacific railroads, testified Wednesday 
that he was heartily in favor of federal supervision of 
rates, both intrastate and interstate, but that personally 
he questioned the wisdom of or the necessity for fed- 
eral laws to govern the issue of railroad securities. 

As a railroad executive, he did not oppose govern- 
ment regulation of stock issues, but he did _ insist 
that if regulation is to come the authorities charged 
with enacting it be vested with full power to enforce 
it. The present status of the railroads, pricked on 
all sides by a thicket of conflicting state laws, was bad, 
he said, but a further conflict of state laws and federal 
laws was a possibility from which he hoped to be 
delivered. 

He said he did not see that rates had anything 
to do with dividends in actual practice, or that the 
government should have any concern for what sort of 
railroad securities the public bought. In _ twenty-five 
years’ experience he had not met with an instance in 
which rates had been changed to affect interest pay- 
ments or dividends. Therefore there was no need for 
regulation of securities as a control of rates. As for 
the public, it need not be specifically protected from 
the railroads. 

The government was interested chiefly, he thought, 
in seeing that the railroad companies received value 
in full for their issues. “Hence, the question,” he said, 
‘would seem to be not what the companies now own, 
but what they get for the securities furnished. The 
value of the property now owned would seem to have 
no relation to that question.” 

If it is proposed to make a physical valuation of 
the railroads as a basis for limiting rates, he could 
only say any scheme of appraising property by an 
attempt to estimate the cost of its reproduction was 
exceedingly mischievous and utterly impractical. 

Samuel Untermyer, counsel for the Kansas City 
Southern railway and for the receivers of the Seaboard 
Air Line railway, recommended that no railroad be 
permitted to acquire control of another except by lease 
or outright purchase. Where three-fourths of the share- 
holders favored a sale and one-quarter opposed it, he 
recommended that the court order a sale. Such, he 
said, was the English practice, and experience showed 
that it worked well. 

Walker D. Hines, chairman of the executive com- 
mittee and general counsel of the Atchison, Topeka & 
Santa Fe railway, told the Commission today it was 
his belief that Congress has the power to regulate the 
operation of railroads engaged in interstate commerce. 
Personally he was not disposed to offer any objection 
to the exercise of that power, he said. 

There must be recognition of the general disposi- 
tion on the part of the public to secure adequate regu- 
lation of railroads, the witness continued. State regu- 
lation was inadequate, Mr. Hines said, for the reason 
that some states regulate too much and others not 
enough. Therefore he favored federa} regulation. 
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ASKS THAT LAW BE AMENDED 


Ohio Commission Sees Need of Revision of State 
Statutes; Hits at Law’s Delays 





Columbus, O., December 23.—A plea for a _ revision 
of the state laws governing the regulation of railroads 
is made by the Ohio railroad commission in its annual 
report for the year ending June 30, 1910, which has 
been submitted to the governor. Not only are the de- 
lays of litigation in the courts condemned, but specific 
enlargements of the powers of the board are asked. 
The commission says: 

“The commission has had occasion, in other reports, 
to recommend new and amendatory legislation relating 
to its powers, but very little heed has been given to 
these suggestions. The commission act, as originally 
introduced, was taken from the laws of other states, 
which were not in themselves perfect in form or .sub- 
stance, and the exigencies, that are always so certain 
to arise when any innovation on old customs and prac- 
tices is attempted, or any new function is added to 
government, especially when such new function affects 
vested interests, property rights or methods of doing 
business, served further, by omission and amendment, 
to prevent the law, as passed, from being an efficient 
regulative measure. At that time it was doubtless con- 
sidered better by the advocates of the measure to se- 
cure the passage of an important law than none at 
all, but it would seem only reasonable now, after more 
than four years’ operation under its provisions, that 
an intelligent and systematic revision of the whole 
act should be made, looking to the broadening of the 
commission’s powers and the elimination of all uncer- 
tainty and doubt as to its jurisdiction. There are so 
many inconsistencies, deficiencies and incongruities in 
the act, when considered as a law, the purpose of which 
is to effectually regulate carriers, that it is not possible 
to go into a detailed discussion of them all within 
the limits that are, properly, to be observed in this 
portion of the report. An intelligent study by a com- 
petent committee, in the light of the acts of other 
states of longer experience, of judicial decision and of 
the operation of this act during its existence in this 
state, will disclose many and various features in need 
of amendatory and additional enactment. 

“At present, this commission has not the power to 
formulate a schedule of rates, nor to suspend the opera- 
tion of schedules proposed by a carrier, nor postpone 


the effective date of a rate, or rates, until their rea- ° 


sonableness can be determined. These powers should be 
conferred upon the Commission without further delay. 
As the law now stands, a rate can be challenged as 
unreasonable or discriminatory only upon the formal 
complaint of a shipper or other interested party, and, 
since the procedure at present is, in all essential re- 
spects, similar to that followed in a trial at law, it 
entails, at times, a considerable expense, and the relief 
obtained, if any, is so long delayed as often to be 
valueless. The importance of conferring upon the com- 
mission the authority to suspend rates is well illus- 
trated in the refusal of the commission during the past 
year to permit to be filed numerous tariffs offered by 
the carriers, showing rates in excess of the maximum 
allowed by law. Thus a general advance in rates, un- 
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justified by conditions and to the detriment of the 
public, was effectually prevented. An extension of this 
power to include all rates, whether exceeding the legal 
maximum, or whether they show an advance or a re- 
duction, until their justification is established, would 
certainly be salutary and just, and would afford ade- 
quate protection to both shippers and carriers where 
there is now practically none to the shipper. 

“Since transportation charges are determined by 
the weight of the commodities, in connection with the 
rate, correct weighting is of the utmost importance to 
prevent either accidental or intentional discrimination 
and rebating. Methods of weighing now employed by 
the carriers are not uniform, are unscientific and ex- 
tremely lax, and often result in no more than a con- 
jecture as to the weight of the commodity. In order 
that uniformity and accuracy may be attained in this 
feature of the transportation, the commission should be 
given jurisdiction over the matter of weighing, with 
power to require the installation of scales, where needed. 

“An exact classification of all kinds of carriers, to- 
gether with an accurate definition of the powers of the 
commission thereover, has heretofore been suggested 
and is now again urged, and in the hearing of cases 
discretionary power in the apportionment of costs should 
be lodged with the commission. 

“In certain emergency cases the commission should 
have authority to issue peremptory orders and, upon 
the neglect or refusal to obey such orders by the 
person or company to whom they are directed, the 
commission should be empowered to cause to be done, 
by its agents, whatever the necessities of the case 
require and to assess the cost thereof against the 
offending party. This would further serve to prevent 
the delay which nullifies the value of the relief sought 
to be obtained. 

“The law providing that railroads shall not charge 
more than two cents per mile, and that the fare shall 
be the nearest multiple of five, should be so amended as 
to require the charge to be not more than two cents 
per mile, eliminating that portion requiring the multiple 
of five to be used, and the law should be made to 
apply in express terms to electric and interurban rail- 
ways. : 

“One of the most, if not the most, disappointing 
feature of this attempt to regulate commerce in this 
state, through the medium of the commission, is the 
delay incident to the enforcement to its findings and 
orders, by reason of the court procedure now in effect. 
An order made by the commission upon the hearing of 
“a formal complaint, may be taken to the court of com- 
mon pleas upon error, appeal or by injunction. There 
the case may be heard de novo and referred back to 
the commission for a decision or a modification of its 
order, or the case may take its weary course to the 
Supreme court of the state, and, possibly, to the Su- 
preme court of the United States. Before a final ad- 
judication of the questions involved is reached the 
business affected thereby may be destroyed. The law 
should be amended so as to provide for the hearing 
of the case in the higher court upon the record made 
before the commission and the appellant should be 
required to apply, first, for a rehearing before the com- 
mission, setting out -in full the grounds and reasons 
therefor, and, in the event that a rehearing is not 
granted by the commission, the questions raised in the 
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application for a rehearing should be the grounds, and 
the only grounds, considered by the Appellate court. 

“To further eliminate delay and simplify procedure, 
the action should be taken direct from the commission 
to the Supreme court of the state. If there be found 
at present any constitutional inhibition against the pass- 
age of a law providing for such procedure, the oppor- 
tunity for securing relief therefrom at the coming 
constitutional convention should not be overlooked or 
neglected.” 

Discusses General Work of Year. 
Discussing the general work of the year, the report 
states: 

“During the period covered by this report the com- 
mission has disposed of a large number of complaints, 
both of a formal and informal] character. In addition 
to the hearing of cases, some of which consumed sev 
eral weeks’ time, 50 plans and specifications for the 
construction. of telephone, telegraph, electric light, trol- 
ley and feed wires over railroad tracks have been 
examined, corrected and approved; 45 applications ask- 
ing for the approval of the construction of bridges over 
railroad tracks were filed and formal orders issued 
thereon: 35 interlocking plants have been built or re 
constructed, necessitating a thorough inspection and 
the issuance of orders regulating the time and manner 
of their operation; 57 orders have been issued approving 
devices for blocking angles and openings in frogs, 
crossings, guard rails and switches, as required by 
Section 9009 of the General Code; 56 complaints re- 
lating to the condition of street and highway crossings 
at grade have been filed during the past year, all of 
which were thoroughly investigated and such orders 
made as the facts warranted; 63 cases involving claims 
of overcharge against carriers have been heard by the 
commission, and such order made as the facts disclosed 
by the investigation justified, and a close, personal in 
spection of the physical condition of every electric 
interurban line, and all but two of the principal steam 
roads have been made, resulting greatly to the benefit 
of these properties. 


Earnings Reach High-Water Mark. 


“The statistical department has gathered and com 
piled figures showing in detail the management and 
operation of the carriers. An examination of these 
tables discloses that the operating revenues of the 
steam roads in the state for the year 1910 were $166.- 
898,877.66. For the year 1909 the operating revenues 
were $136,872,080.81, thus showing an increase in reve 
nue for the year 1910 of $30,026,796.85 over the revenues 
for the year 1909, and an increase of $12,997,268.43 
over the revenues for the year 1907, which was, up 
to that time, the high mark for earnings of steam 
roads within the state. The operating expenses fo! 
1910 were $110,784,489.47 and for 1909 the operating 
expenses were $93,361,073.50, showing an increase of 
$17,423,776.97. These figures indicate: a continuing and 
growing prosperity of the carriers, which justifies and 
doubtless will result in improved service and greate1 
efficiency. The number of persons employed in_ the 
state by the steam roads for the year 1910 was 114,917 
and for the previous year the number was 97,509 
showing an increase in the number of persons employed 
of 17,408... The wages paid employes during 191° 


amounted to $74,721,077.48 and for 1909 the amount was 
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$61,112,641.60. The average daily wages for each em- 
ploye for 1910 was $2.33 and for 1909 $2.28, showing 
an increase of 5 cents per day. 

“It is gratifying to be able to say that, from in- 
formation reaching the commission, the people of the 
state are being generally better served by the railroads, 
with a few notable exceptions, both in point of train 
service and car supply, than ever before. No serious 
car shortage has been brought to the attention of the 
commission, even by shippers located on those lines 
which have not heretofore been able to meet all of 
the demands made upon them. This condition arises, 
not from a decrease in business, but from greater effi- 
ciency on the part of the carriers.” 


To Consider State Classification 





Announcement has been made by the Illinois rail- 
road and warehouse commission that a meeting will be 
held at Chicago January 4, 1911, to consider petitions for 
changes in and additions to the state classification. The 
docket of the meeting, 39 items, includes numerous 
requests for reductions in rates, specific ratings, a few 
changes in rules and a petition for advances in articles 
now taking fifth class ratings in less than carload move- 
ments. 

Included under the last head are apples, asphalt, bar- 
ley, chimney tops, wooden paving blocks, election booths, 
bran or shorts, brewers’ refuse, malt and barley sprouts, 
germ feed corn, brick, buckwheat, oil cake, carpet mill 
sweepings, building cement, paving cement, cereal prod- 
ucts and preparations, chicory, coffee, corn seed, feed, 
fish, grains, fruit pulp, gypsum rock and powdered gyp- 
sum, jute and jute butts, lime, ground limestone, malt, 
matting, tea chest matting, middlings, oat hulls, news- 
papers paper, wall cleaning pastes and compounds, pears, 
cow peas, pea hulls, pitch, wall and land plaster, soap 
powders, rags, roofing, rope dust, rope mill waste, salt, 
sand, shells, soap, paving stone, rough stone, grape 
sugar, tar and woolen mill sweepings. 

Reductions in ratings are asked on floor wax, empty 
silicate of soda iron drums (returned), snuff, fruit and 
vegetable crates, cotton linters and regins in uncom- 
pressed bales, rug display racks, wire piano strings, 
cement building stone, air compressors, steam pumps, 
engine governors, Boston brown bread in tin cans, mara- 
schino. cherries, saw frames, carbon flour, herbs and motor 
buggies. Specific ratings are requested on caboose cush- 
ions, hydrated lime; fish globes, medicated salt, box 
seals, parlor rocker frames, auto wind shields, goats, 
calves, mixed carloads of live stock, carbide of calcium, 
expanded sheet metal or sheet steel, auto gear frames, 
seale testing cars, refrigerator car racks, miner’s oil, 
roots and seeds, boric acid, utility wall board, corn 
pickers (one or more set up, loaded on flat cars) and 
davenports. 

The commission is petitioned to eliminate the con- 
flict now existing between item 202, supplement 13, and 
item 497, supplement 15, estimated weights on petroleum 
oil, so that the former agrees with the latter. The state 
board is also asked to raise the estimated weight on 
spirits of turpentine from 360 to 432 pounds per barrel. 
Another change in estimated weights is that on beer: 
at present the classification provides the following—bar- 
rels, 365 pounds; half-barrels, 190; quarter-barrels, 95, 
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and eighth, 55 pounds; the proposed schedule reads— 
hogsheads, 700 pounds; whole barrels, 350; half-barrels, 
180; one-third-barrels, 135; one-quarter-barrels, 100; one- 
sixth-barrels, 70, and eighth-barrels, 50 pounds. 

The suggestion of the commission as to rule 9 that 
it be changed from 


(B) Articles too large to be loaded through side doors of 
36-foot box or stock cars (uniess otherwise specified in the 
classification) shall be charged at actual weight and class rates 
for each article; provided, that in no case shall the charge for 
the entire shipment be less than 4,000 pounds, at first class rate, 
except on articles in which the only dimension that prevents 
loading through side doors is the length. In loading such arti- 
cles the small end doors may be utilized without subjecting 
the shipment to a minimum charge of 4,000 pounds, at first 
class rate. 


to 


(B) Unless otherwise specified in the classification, when 
articles are loaded on a flat or gondola car on account of their 
being too bulky to be loaded in a box car through the side door 
thereof, they shall be charged at actual weight and class rate 
for each article, provided that in no case shall the charge for 
each shipment for one consignee be less than for 4,000 pounds, 
at first class rate. 

(C) Unless otherwise specified in the classification, when 
articles are loaded on a flat or gondola car on account of their 
being too long to be loaded in a box car through the side door 
thereof, they shall be charged at actual weight and class rates 
for each shipment for one consignee, provided that in no case 
shall the charge for same be less than for 4,000 pounds, at first 
class rate, 


made at the May meeting is again docketed. 

A carload rating is asked on fireless cookers. A 
request is made that the minimum on glass in flat or 
gondola cars be made to conform to rule 9-b. The 
elimination of Peruvian bark from the classification is 
sought and a fourth class less-than-carload and fifth, car- 
load, is asked on boxed machine-compressed bark. 





Lumber Case in High Court 





Washington, D. C., December 23.—Arguments in the 
case of the Southern Pacific and Central California Rail- 
road companies against the Interstate Commerce Com- 
mission, on appeal from the Circuit court for the north- 
ern district of California, were heard in the Supreme 
court last week. For the railroad companies argu- 
ments were made by Maxwell -Evarts and F. C. Dillard, 
and for the Commission by Wade_H. Ellis, special assist- 
ant to the attorney-general, and by Luther M. Walter, 
counsel for the Commission. 

This case is an appeal from a decree of the Cali- 
fornia court dismissing the complaint of the railroads 
and sustaining the order of the Commission with respect 
to rates for the transportation of certain grades of lum- 
ber from points in the Willametter valley, Oregon, to San 
Francisco. The case was before the Supreme Court at 
the last term on certification of the judges of the Circuit 
court that they were divided in opinion as to whether the 
demurrer of the Commission to the complaint of the rail- 
roads should be sustained. The Supreme court then dis- 
missed the certificate and remanded the case to the Cali- 
fornia court for further proceedings on the ground that 
notwithstanding the provisions of the expediting act of 
February 11, 1903, there was no authority for certifying 
the whole case to the Supreme court without the rendi- 
tion of a judgment, opinion or a decision below. 

Further proceedings were had in the court below and 
the demurrer of the Commission was withdrawn. A de- 
murrer and answer on behalf of the Commission was filed, 
a replication to the answer was made and the court hearing 
the case on bill of complaint dismissed the bill and entered 
a decree for the Commission. In the first hearing the rail- 
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roads alleged that the rates fixed by the Commission would 
not pay the cost of the service rendered, to which the Com- 
mission demurred. At the last hearing the demurrer was 
withdrawn and an answer filed denying that the rates fixed 
would not pay the cost of the service rendered and aver- 
ring that the rates were just and reasonable and fully 
remunerative to the railroads, and produced a fair return 
for the service. 

The record in the case shows that in 1899 the Southern 
Pacific and the Oregon & California railroads fixed a rate 
of $3.10 per ton for lumber from the Willamette valley and 
Portland to San Francisco and bay points. In 1903 they 
advanced the rate to $5 a ton, and the next year restored 
the former rate upon rough, green fir lumber and laths only. 
In 1907 they again advanced the rate to $5 a ton, whereupon 
complaint was filed with the Interstate Commerce Com- 
mission by the Western Oregon Lumber Manufacturers’ 
association and others, against the rates. After hearing the 
case, the Commission fixed the rate at not to exceed $3.40 
per ton for green fir lumber and laths in carloads from 
the Willamette river, and not exceeding $3.65 per ton for 
points on the west bank of the river. 

In theie arguments, counsel for the railroads held that 
the rate was reasonable, as in 1899 there was little lumber 
cut on the river, but now there are many lumber mills on 
the river and the trade is heavy. They also say that the 
lumbermen themselves realized that the $5 rate was rea- 
sonable. “There is nothing in the opinion of the Commis- 
sion which in any way indicates that it considered the 
rate other than a reasonable one,” they said. They also 
held that the Commission was without authority to fix any 
rates whatever: that it did not establish the new rates 
because the old rate was unreasonable or because the new 
rates were reasonable, but simply because the railroads 
had promised and long maintained a lower rate, and that 
the rates established by the Commission are unreasonably 
low, unremunerative and even below the cost of the service. 
it was true that the lumbermen’s profits were wonderfully 
large and they could stand higher rates. The roads were 
expensive to operate, as the haul was over mountains. 
“There is no claim on record that the $5 rates is unjust or 
unreasonable,” attorneys for the railroads argued. “A 
low rate was first established to develop the lumber inter- 
ests, and which was unremunerative to the railroads. It 
was the lowest, or one of the lowest, on record. It was 
made with the purpose of raising it to a fair rate when the 
lumber interests were established and fully able to pay a 
fair charge for the service. It would have been idle for 
the railroads to install this low rate for all time. This is 
practically conceded in the opinion rendered by the Com- 
mission.” As a result of the low rate and the broad- 
minded policy of the railroads, 250 mills sprung up along the 
Willamette river and the value of the industry had doubled. 
Counsel quoted from the testimony of the lumbermen in 
the hearing before the Commission in which it was stated 
that the rate was not unreasonable. The dissenting opinion 
of Commissioner Harlan that the rate was not unreason- 
able was also referred to. They asked that their appeal 
of the case be sustained and that the decision of the Cali- 
fornia court be reversed, as well as that of the Commission 
barring the $5 rate. 

In their arguments, counsel for the Commission stated 
that the Commission had broad powers to fix and change 
rates, and that the rates of $3.40 and $3.65 were reason- 
able. They contended that the $5 rate would stop the 
transportation of lumber from the Willamette region. In 
other words, the increase would completely destroy the 
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mills, as the profit for the mills during the past seven 
years had ranged from $1.50 to $2.50 per thousand feet. 
They held that the Commission was right in considering 
that the railroads had voluntarily established and long 
maintained a rate of $3.10 and that their decision that these 
were reasonable rates was just. 


Rules on Long and Short Haul 


Washington, D. C., December 23.—The Commission 
has made public the following with respect to the long- 
and-short-haul clause: 

“The Commission, on November 28, heard arguments 
upon certain questions arising under the fourth section 
of the act to regulate commerce, as amended June 18 
1910. Among the questions discussed, which have re 
ceived the consideration of the Commission, is the ap 
plication of the so-called long-and-short-haul rule of this 
section to export and import rates. The views of the 
Commission respecting this question are: 

“1. That inland export and import rates are subject 
to the provisions of the act and within the jurisdiction 
of the Commission. 

“2. That the fourth section of the amended act for- 
bids carriers subject thereto, without authority from the 
Commission in accordance with said section, to charge 
more for the transportation of a like kind of export or 
import traffic for a shorter than for a longer haul over 
the same line in the same direction; that, is as we un- 
derstand the law. the validity of a rate under this sec- 
tion is determined by comparison of an export rate with 
an export rate, or an import rate with an import rate. 

“3. So far as the fourth section is concerned, car- 
riers are not required in the first instance to establish 
export and import rates which shall be measured and 
limited by domestic interstate rates between the same 
points of origin and destination in the United States. 
but as export and import rates, as well as domestic inter- 
State rates, are subject to the provisions of the act and 
the jurisdiction of the Commission, it is clear that the 
reasonableness of any of these rates under the provisions 
of Section 1, and questions of discrimination under the 
third section, may all be considered and the Commission 
may condemn any discrimination in export and import 
rates, upon comparison with those applicable on domestic 
interstate traffic, to the extent that the same may be 
found unjust or unreasonable in any particular case upon 
investigation and full hearing. 

“The remaining questions discussed in connection 
with the provisions of this section are reserved for fur- 
ther consideration and future announcement of conclu- 
sions in respect thereto.” 

The Interstate Commerce Commission has postponed 
the hearing hitherto ordered for January 13, 1911, in the 
matter of regulating the transportation of inflammable 
articles, to a date to be fixed hereafter. 


EXPRESS DELIVERY COMPLAINT SATISFIED. 

Albany, N. Y., December 23.—The public service com- 
mission, second district, has closed on its records the 
complaint of William Wood Coddington of Syracuse as 
to refusal of the American Express company to deliver 
packages to his residence, 112 Beacon street, Syracuse. 
the company having agreed to extend its delivery limits 
in that city to include the district covered by the com- 
plaint. 
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December 24, 1910 


LEGAL DEPARTMENT 


Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions re- 
lating to the law of interstate transportation of freight. It is 
available both to those who are members of the Traffic Service 
Bureau and those who are not. Readers are particularly in- 
vited to write for advice on specific subjects covering the Act 
to Regulate Commerce and the decisions of the courts and the 
Interstate Commerce Commission thereunder. 


Address Legal Department, The Traffic Service Bureau, 
Washington, D. C. 


S mceitermeeel 

Ohio.—“‘On April 27, 1910, we shipped a car of stone 
from a point in Ohio to a point in Pennsylvania. The 
car was misrouted, which the delivering carrier acknowl- 
edged, and offered to turn the car back and make proper 
delivery. In the meantime, however, the consignee, be- 
ing in a great hurry for the stone, accepted the car at 
point of delivery and charged us with the extra cost for 
hauling. The delivering carrier now advises us that on 
account of the. consignee accepting and unloading the 
car, although a mistake was made in routing, yet, that 
the interstate commerce law would prevent it from rec- 
ognizing a claim for the extra cost of hauling.” 

Your claim is against the consignee and not the car- 
rier, not only because the consignee by accepting the 
shipment at the -point of delivery waived its claim 
against the carrier for misrouting, but also on account 
of the following rule made by the Commission, Novem- 
ber .22, 1909: 

“A ecarload shipment routed by the consignor in 
order to get particular delivery at destination reached 
the wrong delivery tracks. Instead of demanding deliv- 
ery on the right tracks the consignee moved the con- 
tents of the car by dray, although the car could have 
been switched to the proper tracks without additional ex- 
pense to the shipper had he given the carrier the op- 
portunity to do so. Held: What no reparation could be 
allowed.” 

x * k 

Alabama.—“‘We recently made an interstate  ship- 
ment of a car of lumber and discovered immediately 
after the car left our mill that we omitted to give final 
routing instructions as requested by our customer. We 
notified agent at a junction point, who advised us that 
the car had not yet reached the station, and that upon 
its arrival he would note proper routing upon the billing. 
Subsequent copies of waybill sent by this agent show 
that this was done. Afterward this changed routing 
seemed to have been dropped from the billing and ship- 
ment went to destination over a line different to the one 
designed by our customer. The final delivery was in no 
way affected by the intermediate routing, and we desire 
to know whether, in view of the fact that the routing 
was not shown in the bill of lading, and our request to 
follow the same was not made till after the shipment 
left the point of origin, we can expect to recover in case 
we file our claim in the usual manner.” 

Carriers are required to follow the instructions and 
directions of shippers whenever practicable. When you 
gave directions to the carrier’s freight agent at junction 
point to forward the freight by a particular route from 
that point, it was the duty of the agent to make such 
notation on the waybill as would properly carry the 
freight by the route designated. The Commission has 
held that in a matter of this kind the agent at a junction 
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point is acting as agent for both initial and connecting 
lines. It is, therefore, our opinion that the delivering 
line will be held responsible for any excessive charges 
that may have directly acrued from its error in failing 
to forward the shipment to destination via the routing 
given to the agent at junction point. 

By Be ue 

New York.—“‘A shipment moved from Buffalo, No- 
vember 4, 1905, to a point in Louisiana, on which a rate 
of 65 cents was inserted in the bill of lading. The prop- 
erty was subjected to a rate of 95 cents, and the shippers 
presented claim against the initial line for overcharges 
based on the bill of lading rate. The initial line advised 
the shippers that they were unable to locate any author- 
ity for the rate shown on the bill of lading and practi- 
cally disclaimed any responsibility in the premises. Can 
the initial line be held liable for the rate in question?” 

The rate as published and filed with the Interstate 
Commerce Commission, over the particular route that 
the shipment moved, is the legal and proper rate to 
charge and collect, and not the rate that might have 
been given in the bill of lading. In addition, unless 
some proceeding, whether formal or informal, involving 
this claim, was instituted before the Commission within 
two years from the date when the shipment was deliv- 
ered at destination, the claim is barred by the statute of 
limitations. 

* * cs 

South Dakota.—‘We take issue with your decision in 
query raised by ‘Maryland’ in the November 12, 1910, 
issue of THe TrArric Wortp. If a carrier, purposely or 
inadvertantly, should omit to include a certain commod- 
ity in one of its tariffs, when reissuing, that commodity 
will be subject to regular class rate basis until such time 
as the commodity rating was regularly installed in the 
tariff.” 

Our correspondent is correct in his opinion that the 
class rate would have applied, if: the particular commod- 
ity in question was covered by a class, and we have 
since learned that it was. However, the chief point in- 
volved in this question was that of reparation, and in 
such matters the Commission requires that the carrier 
must admit the unreasonableness of the rate charged 
and show that within six months after the shipment 
moved the carrier has incorporated the rate upon basis 
of which adjustment is sought. 

a * * 

Florida.—‘We ship fruit to St. Louis. The northern 
lines do not regard the southern lines equipment as suit- 
able for protecting shipment from cold. One of the 
northern delivering lines is requiring the consignees to 
execute an instrument releasing it from any loss on ac- 
count of freezing to shipments arriving in the southern 
class of equipment. Kindly advise me on the legal status 
of the situation.” 

There is no law to prevent the delivering line from 
requiring a release of the consignees for any damage 
that might be incurred to the shipments of Florida fruit, 
not caused by its negligence, by reason of the weather 
while moving over its tracks. Neither is there any law 
that will compel the consignees to give such a release 
However, both the courts and the Interstate Commerce 
Commission have held that where a railroad holds itself 
out as a common carrier of perishable fruit it is bound 
to furnish proper facilities to insure the safe delivery of 
such fruit at destination. If the cars furnished by the 
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initial lines are unsafe or unsound, the delivering lines 
are under no duty to accept or transport the same. It 
would seem as if your remedy would be to apply to the 
Interstate Commerce Commission for an order compell- 
ing the initial lines to provide cars adapted to the neces- 
sity of your shipments. 


Canal Traffic Shows Decline 


Mich., December 23.—Statistics for 
the Soo for last month 
compared with the same month a year 
the figures for October. The total 
180,933 tons, as against 7,868,973 in 
112 in November, 1909. Of the 
passed through the American 
through the Canadian route. Eastbound freight aggre- 
gated 3,511,930 tons and westbound 1,669,003 tons. 

The principal commodities eastbound through the 
American and Canadian canals were: Copper, 17,284 short 
tons, 7,359 short tons; 2,619,872 bushels, 4,824,168 
bushels; 825,054 barrels, 315,104 barrels: iron ore 
645,225 tons, 1,915,256 tons: pig iron 10,462 tons, 6,800 
tons; lumber 48,307,000 5,215,000 feet; wheat 1,- 
980,408 bushels, bushels; general merchandise 
18,447 tons, passengers 418 and 526;  build- 
ing stone 150 tons, none by Canadian route. 

Westbound freight: Hard coal 178,207 
38,092 short tons; soft coal 932,829 tons, 
manufactured iron 28,545 tons, 33,143 tons; 
barrels, 14,812 barrels; general merchandise 
73,358 tons;. passengers 61 and 557. 

The total grain movement for the month was 7,440,- 
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show 


grain, 
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feet, 
15,280,430 
3,356 tons; 

short tons, 
286,416 tons: 
salt 25,003 


83,552 tons, 


040 bushels, as against 4,647,608 bushels in October. 
Iron ore movement was 2,560,481 tons, as against 4,- 
724,455 in October, and the movement of wheat 17- 


260,838 bushels, as against 21,524,335 bushels in October. 
Lumber 


shipments decreased from 72,272,000 feet to 
53,522,000 feet, and soft coal shipment from 1,652,745 
tons to 1,219,245 tons, while hard coal shipments in- 


creased from 202,056 tons to 225,299 tons. 


Missouri River Case Goes Over 





Hearing on the propriety of the advanced class rates 
between the Mississippi and Missouri rivers, recently 
suspended by the Interstate Commerce Commission, was 
postponed Monday, after a preliminary session before 
Commissioner Clark, in order to give the carriers more 
time to prepare their evidence in justification of the 
basis condemned by the the Burnham- 
Hanna-Munger 


Commission in 
ase. 

That there might be no repetition of the wearisome 
litigation that helped to make that decision noteworthy 
in commerce annals, promise was exacted from the rail- 
reads that no attempt would be made to question the 
Commission's right to enter an order. “I do not want.” 
said Commissioner Clark, “ the Commission in 
a position where it will be compelled to listen again 
to the Burnham-Hanna-Munger suit, and also, nerhaps, 
be forced into again defending itself on the question 
which was raised at that time in regard to the right 
and power of the Commission to fix through-rate sched- 


ules. . 


to put 
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With the exception of the Santa Fe, the roads de- 
clared they had no intention of reopening this question 
That road, not having been a party to the original suit, 
Attorney Norton did not care to~bind it to any agree 
ment until he had looked into the question more thor 
oughly. 

The railroads announced that they would vo! 
untarily suspend the rates beyond the time now set b) 
the Commission, since the hearing was postponed on 
their request. 

Considerable time was taken up with a discussion 
of the reparation awards that will arise out of the 
decision of the United States Supreme court upholding 
the Interstate Commerce Commission in its order re 
ducing rates. Claims aggregating over 250,000 have been 
filed the railroads by Missouri river shippers 
The carriers said that they were willing to pay such 
claims as directly affected by the Commission’s 
order without contest. Commissioner Clark announced 
that an order would be issued authorizing refunds on 
shipments from the seaboard to the river moving No 
vember 10, 1908, and subsequent thereto. In addition 
to these claims, however, are a large number on ship 
ments not directly embraced within the terms of the 
order in the Burnham-Hanna-Munger case; the effect 
of a commodity rate higher than the reduced class basis 
fixed by the Commission and kindred problems. 
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TO INVESTIGATE BROOKLYN SERVICE. 
Albany, N. Y., December 23.—The public service com 
mission, second district, has the American, Na 
tional and Adams Express companies, Wells-Fargo & 
Co. Express and the Long Island Railroad company, oper 
ating the Long Island Express, to appear before it at 
Albany on January 4, 1911, prepared to present view: 
and conditions pertaining to the collection and deliver) 
of express in the borough of Brooklyn, New York cit) 
and the adequacy of the present service in that boroug]! 
The commission has received complaints to the effect 
that express companies operating in this borough unrea 
sonably and unjustly confine their collection and deli\ 
ery limits, and particularly restrict their collection ser\ 
ice while rendering delivery service over a much larger 
territory, thereby compelling outbound shipments to pa) 

an additional charge to the Long Island Express. 


ordered 


COMPLAINT MADE OF REFUSAL TO DELIVER. 

Albany, N. Y., December 23.—From McKinney & Co 
of Binghamton the public service commission, second 
district, has received a complaint as to refusal of the 
Delaware, Lackawanna & Western to deliver freighi 
when the receipt was marked “condition unknown. 
Complainants state that when they turn over shipments 
to the railroad company they are receipted for on a form 
which contains the statement as to condition of contents 


being unknown. The complaint has been served upon 
the railroad company and an answer required in ten 
days. 


POSTPONES EXPLOSIVE HEARING. 


Washington, D. C., December 23.—The Commissio! 


has postponed to a date to be announced later the hear 
ing in the matter of regulations for the transportatio! 
of inflammable articles and acids originally assigned for 
hearing January 13, 1911. 
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NEW COMPLAINTS FILED 


——_—_— 


Digest of Petitions Lodged with Commission during 
Past Week 





Winterbotham, Jos. H., & Sons, vs. St. L. & S. -F., C. 
& E. I. and Mich. Cent. (3707). 
Complainant alleges that on August 14, 1908, 
the defendants advanced rates on staves by issuing 
Sup. 38 to St. L. & S. F. IL C. C. No. 5413, from 
McNab, Ark., to Thebes, Ill., when destined to points 
beyond, from i13c to 14%c per 100 Ibs.; that on 
y December 10, 1908, the defendants further advanced 
the rate to 16c per 100 Ibs. by Sup. 45 to I. C. C. 


" No. 5413. 

. Complainant alleges that after vigorous protests 
h from complainant and after proving to defendants 
he that the rates as advanced were excessive, unrea- 
d sonable and unjust, defendants reduced the rates 
n to IAc. 

oO Complainant alleges that the defendants put it 
yn to undue prejudice and disadvantage in the market- 
ip ing of its products and_ collected unreasonable 
he charges in the sum of $231.78, for which reparation 
ct is asked. 

sis Complainant prays that after due hearing and 


investigation defendants be made to answer such 
charges, to cease and desist from said _ violation, 
and asks reparation in the sum of $231.78, or such 
other sum as the Commission may consider com- 


— plainant entitled to. 
— Standard Oil Co. of Whiting, Ind., vs. B. & O., Chicago 
. Terminal, Elgin, J. & E., and M. St. P. & S. S. 
a M. (3706). 
a Complainant alleges that in the course of its 
al business on dates ranging from December, 1908, to 
tah February, 1910, it shipped from Whiting, Ind., to 
- Waupaca, Wis., twenty-two tank cars of gasoline 
and petroleum refined products, charges assessed and 
fe: collected $2,335.79. Complainant alleges that the 
any rates charged by defendants were excessive, unrea- 
_ sonable and unjust, and prays that after due hear- 
wer ing and investigation defendants be made to answer 
irge! such charges, to cease and desist from said _ viola- 
pe? tion, to put in force more reasonable and just rates, 
and asks reparation in the sum of $129.77. 
R. 


. cc § Denies Retrial in Demurrage Case 


econd 





f the Philadelphia, Pa., December 23.—Application for a 
reigh! hew trial in the cases of the government against the 
own. Reading and Lehigh Valley roads and the Bethlehem 
ments Steel company, involving the alleged illegal cancelation 
| form of demurrage charges, has been denied by the federal 
ntents court. 

upon In maintaining its innocence of the offenses charged 


in ten in the indictment, the steel company contended that 
the alleged illegal rebates were in reality overcharges 
paid it by the railroads, for the reason that it did the 
majority of its own switching of cars. Demurrage was 
charged on these cars, but after a claim had been made 


nissio! 
e hear on the railroads, and jts validity established, the steel 
rtatiot corporation was reimbursed. 





ned for The application for a new trial rested largely on 
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the contention of the defendant's counsel] that the alleged 
concession was simply the settlement of a disputed 
claim for demurrage and that the steel company has 
established a legal defense to that claim. 

Judge Holland of the federal Circuit court, in his 
opinion on this point, says: 

“This was also a question of fact which was prop- 
erly submitted to the jury, and the verdict establishes 
the contention of the government that it was not a valid 
settlement of a disputed claim, but was the cancelation 
of a demurrage charge by the defendant for the purpose 
of making a concession to the Bethlehem Steel company 
in the matter of charges, in violation of the interstate 
commerce act.” 

After dismissing the legal issues raised as having 
been decided at the trial of the eases, the opinion fur- 
ther says: 

“Upon the indictment charging a failure to strictly 
observe the tariff sheets, the government offered evi- 
dence to show that on each of these separate carloads 
the defendant failed to collect demurrage charges in 
accordance with the tariff sheets, and the jury found 
the defendant guilty in manner and form as indicted.” 

“Similar evidence was offered as to the indictment 
charging the concession with regard to separate ear- 
loads and the verdict establishes that the defendant 
made a concession on the demurrage charge for each 
carload shipped, and the evidence also tended to estab- 
lish, and the jury so found, that the amount of the 
concession made at the single settlement was in excess 
of the amount of each carload, and, in fact, sufficient 
to cover the amount of the alleged concession on the 
total number of cars so that the evidence offered was 
the same and sufficient to establish a concession made 
on the cars mentioned in any one of the counts.” 

This is a test case, and the defendants intend to 
carry it to the highest court. The next move will be 
an appeal to the federal Court of appeals. 


WOULD TRANSFER PHONE FRANCHISES. 

Albany, N. Y., December 23.—The public service com- 
mission, second district, has received the petition of the 
New York Telephone company, asking for approval of 
the transfer to it of the franchises of the Empire State 
Telephone & Telegraph company. The latter company 
is now operating a public telephone system in the coun- 
ties of Wayne, Ontario, Oswego, Yates, Cayuga, Seneca 
and Cortland, and on April 1, 1909, it conveyed all of its 
property, rights, privileges and franchises to the Central 
New York Telephone & Telegraph company, which latter 
company has been merged into the New York Telephone 
company. The capital stock of the Empire company is 
$200,000, which the New York Telephone company now 
owns. 


TO APPEAL COAL 


Des Moines, Ia., 


RATE CASE. 

December 23.—It is probable that 
the railroads will appeal the decision of the state rail- 
road commission reducing intrastate coal rates to the 
courts. It is claimed that the state and interstate 
charges are so closely related that an acceptance of 
the state reduction without a struggle would lay the 
ground for a demand for lower interstate charges. Car- 
riers contend that any reduction in rates is unwarranted. 
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NEWSPAPER COMMENT 


On Railway and Other Questions 


of National and Local Interest. 





in these columns, we aim to give current newspaper comment on live topics; the publication of an editorial 
here carries with it neither the approval or disapproval of the opinions therein expressed.—The Traffic Service 


Bureau. 





The railway rate hearings before the _ Interstate 
Commerce Commission had become a little tedious and 
needed a touch of variety to liven up things a bit. It 
is tiresome to listen to the reiteration of the cycle of 
increased wages and increased rates, when the tune 
of lower costs and lower rates would be more welcome 
to the ear. 

When Mr. Brandeis stated that, by introducing meth- 
ods of efficiency, he could save the railways $365,000,000 
a year he took the lawyers’ privilege of painting his 
case in vivid hues. One wonders why he has so long 
buried this talent. We have been running amuck in 
this country on the subject of conservation of natural 
resources, and yet Mr. Brandeis gravely testifies that 
he can save a sum compared with which all other 
potential savings fade as the dew before the sun. The 
amount with which he toys so playfully is 5 per cent 
on $7,300,000,000. It is one-third of the total com- 
pensation paid to the steam railway employes of the 
country for the year ended June 30, 1908. It is nearly 
one-sixth of the operating revenues and is over one- 
fifth of the operating expenses of the steam carriers 
for that year. 

We are well aware that remarkable economies have 
been effected in manufacturing plants by the introduc- 
tion of efficiency methods, but Mr. Brandeis loses sight 
of the differences between the manufacturing and the 
railway business. The shop of the railway to which 
the so-called efficiency methods are supposed by Mr. 
Brandeis to be applicable is only an insignificant part 
of the plant and business of a transportation company. 
The proportions which the number of employes, the 
capital invested and the value of work done in the 
shop bear to the total force, investment and revenue 
of the railway plant are slight. 

The manufacturer produces commodities; the rail- 
way produces a service. The manufacturer restricts or 
increases his output with the demand; the railway must 
operate its trains on a schedule which does not permit 
much fiexibility. A large manufacturer may take his 
orders and then manufacture his goods with his costs 
and profits computed pretty accurately in advance; the 
railway must plan its service pretty much on the pos- 
sible maximum demand, and if its cars have to be run 
empty it has no recourse. The manufacturer has an- 
other chance to market his unsold goods; the railway 
service, once rendered, is gone forever. The manufac- 
turer has a compact plant, possibly located in one build- 
ing; the railway plant is in isolated centers, scattered 
along hundreds or thousands of miles of track. The 
manufacturer has a highly developed organization that 
works at high pressure; the railway, providing a service 

instead of a commodity, must submit to a terrible loss 


in efficiency through the necessary waste of time otf 
station employes and “trainmen. Part of the time of 
station agents between trains is wasted, and the train 
men, when not actually engaged in active duty while 
on a train, waste time. Their idleness may be compared 
with that of the police and firemen of a great city. 

The pity of it is that light, fantastic touches of the 
kind afforded by- the argument of Mr. Brandeis delay 
the proceedings and delay the relief needed by the 
railways. That may be the object of such grotesque 
representations.—Electric Railway Journal. 

* * * 


In recent years the agricultural department of 
our country has become more scientific, perhaps, than 
that of any other country on the globe. Among its 
varied activities the most fruitful of all is the search 
that is being carried on for plants best qualified to 
resist frost, drouth, alkali, and insect pests. 

As fast as these plants are found in different parts 
of the world they are experimented with in our own 
country. The experiments of Luther Burbank in Cal 
ifornia have been wonderful, but not more so than those 
made by the agricultural department of the government. 

Among the recent discoveries, from some of which 
Oklahoma and the entire southwest will in time reap 
a rich profit, are the original wild peach in northern 
China, which is now being used as a stock, and a 
hardy wheat found in Palestine which resists the 
drouth. 

One exploring party in Asia has discovered a va 
riety of alfalfa from Erivan, which is said to be longer 
lived than the Turkestan variety experimented with in the 
Caucasus; a species of medicago from an altitude of 
over 4,000 feet, which is already being utilized in the 
work of creating new hybrid alfalfas for the north 
west; a wild almond from the Zarafshan valley, found 
growing on the dry mountain sides at an altitude of 
6,000 feet, which may prove to be a desirable stock 
for stone fruits; a drouth-resistant cherry for home 
gardens in the northwest and for use as a dwarfing 
stock, from the mountains near Samarkand. 

There has also been made a collection of apricots 
from the same region; the Afghasian apple and special 
varieties of pears for trial in the Gulf states; some 
remarkably hardy olives which have withstood zer« 
temperatures and still borne good crops of fruit; late 
and early varieties of Caucasian peaches for trial in 
the southwest; seeds collected in the Caucasus from 
wild plants of the true Paradise apple, which is used 
as a dwarfing stock, for the purpose of obtaining seed 
lings not infested with crown-gall; scions of a newly 
produced crab apple, reported to be a better keepe! 
than American crab apples; the Slew Abrikose, a va 
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riety of apricot with a skin as smooth as that of a 
nectarine; seed of the Karakatch tree, a Turkestan 
elm, for the hot, dry sections of the United States; 
a remarkable drouth-resistant popular for the middle 
west; a wild strawberry, fruiting at the end of Feb- 
ruary on the dry, caleareous cliff of the Caucasus, of 
possible use to strawberry breeders; a _ collection of 
hardy table-grape varieties, from the Caucasus, some of 
which are reported to possess very unusual keeping 
qualities; and varieties of Asia Minor wheat and a 
collection of cereals from the oases. of Samarkand, Old 
Bokhara and Merv. 

The hardy yellow-flowered alfalfas which were ob- 
tained from central Asia have already been crossed 
with the hardiest of the blue-flowered forms, and the 
resulting crosses have proved their unusual hardiness 
and are now being investigated to determine their value 
to the farmers of the northwest. 

It costs $20,000,000 a year to run the agricultural 
department and nobody begrudges the money, for the 
activities of the department repay to the country in 
dollars and cents many times the cost.—Oklahoma Times. 


ce oe * 


Pious Americans of sober thought who stop to give 
the matter attention will probably be inclined to recog- 
nize the hand of an all-wise Providence ir the influences 
which placed William Howard Taft in the presidential 
chair at a time when the chief executive is called upon 
to name four members of the Supreme court, with a 
probability that within the next year he will have to 
name a fifth, making a majority membership in that trib- 
unal of his appointees. In addition to these appointments 
President Taft must name nine other judges of United 
States courts within the next few days. 

It is appalling to think what would have happened 
if, by the fortunes of political warfare, William J. Bryan 
had been President when this momentous responsibility 
and opportunity came to the White House. It is even 
more appalling, in view of his vicious attacks upon the 
members of the Supreme court, to think what would have 
happened if Teddy Roosevelt had had this power. He 
who declared that the distinguished members of the 
United States supreme bench are “fossilized,” and la- 
mented because these judges did not construe the con- 
stitution “according to the spirit of the time,” would have 
played havoc with the judicial bench of the government 
in such an emergency. 

Soon after Bryan’s wanton attack upon the Supreme 
court, President Taft made an address in St. Louis in 
which he used these words: 

“That court was constituted to preserve the rights of 
the people and the rights of the individuals against the 
people themselves whenever in the heat of emotion or 
temporary aberration they enacted measures which de- 
prived the individual of his just rights under the constitu- 
tion. Hence it is that to me, a lawyer, the Supreme 
court of the United States is the most sacred thing that 
we have in this government, that the appointment of 
men to that bench is the highest and most sacred func- 
tion that the executive has to perform.” 

The same utterance would have been quite as ap- 
propriate in reply to Roosevelt. Mr. Taft’s protest 
against the “cant of demagogues,”’ as he styled it, brought 
home to the American people a sane sense of the perils 
that lie in the road pointed out by Bryan and Roosevelt. 
In the light of his appointments to the Supreme-court, be- 
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ginning with Justices Lurton and Hughes and added to 
the other day by the appointment of a chief justice and 
two new associate justices, President Taft has served 
his countrymen better than they probably realize now. 
This service is one which will require perspective to be 


seen in its historical significance—Kansas City (Mo.) 
Journal, 


Freight Depot Buildings Inadequate 


Columbus, O., December 23.—As the result of com- 
plaints instituted by the Midland Grocery company, the 
freight depot buildings and facilities of the Cincinnati, 
Hamilton & Dayton and Detroit, Toledo & Ironton rail- 
roads at Washington Courthouse, the state railroad 
vommission has ordered the construction of new build- 
ings. 

The order in the C. H. & D. case declares that 
the depot is inadequate to the requirements of the 
shipping public, its capacity entirely insufficient to 
house and protect the greater portion of the freight 
handled by the defendant and that the building is in 
a state of disrepair. The defendant is ordered to con- 
struct a suitable, building to be ready by June, 1911. 

Similar findings are made with respect to the D. 
T. & I. station and the defendant is ordered to con- 
struct a building according to specifications filed by it 
in this case, construction to be completed within 150 
days from the date of the order. 





Omaha States Its Position 


“The position of the South Omaha Live Stock Ex- 
change, intervenor in this case,” déclares the brief filed 
by that body in the live stock rate advance case, Docket 
No. 3452, “is that, on principle we oppose all unreason- 
able advances, but that we are not disposed to oppose 
too strenuously the advances in question for the reason 
that the results would be comparative equality for Omaha 
and will work no additional hardship to our shippers.” 

Discussing further this advance, which brought Kan- 
sas City rates to the Mississippi river to a practical 
parity with those from Omaha, counsel for the inter- 
venor asserts that the Omaha live stock interests have 
never asked the railroads to raise any rates which would 
in effect bring about an additional burden upon the 
shipper. They take the position that to prevent discrim- 
ination Omaha is entitled to rates as low as those ac- 
corded to any other market to all the Mississippi river 
crossings and to Chicago. “We object,” they aver, “to 
a rate from Kansas City and St. Joseph to St. Louis and 
East St. Louis proper being any lower than is the rate 
from Omaha for the reason upper river crossings rates 
are based on the same rates as those in effect to the 
lower river crossings and the granting of rate to St. 
Louis and East St: Louis proper lower than that in effect 
from Omaha to these points would give Kansas City and 
St. Joseph an undue advantage over Omaha, and in the 
case of live stock from competitive territory, would 
mean that all of this stock would of necessity have to 
move by the lower Missouri river gateway to St. Louis 
and would be deprived of the competition afforded by 
two markets and by two separate sets of buyers.” 

It is contended that the positions of Omaha and 
Kansas City in this case are not the same; Kansas City. 
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it is averred, is seeking advantages over Omaha; Omaha 
but asks for equality. It seems, in the opinion of the 
petitioners, that Kansas City objects more to the loss of 
advantageous rate conditions over Omaha than to the 
suspended advances which were the basis for this case. 
While maintaining that the difference in the price of 
hogs at the two markets cannot be given as a reason for 
a difference in rates, the claim is made that the hogs 
sold at Omaha are heavier than those in the Kansas City 
market and would therefore bring a lower price per hun- 
dredweight. 

The briefs of the railroads and of the Kansas City 
interests were considered in THe TRAFFIC WORLD of 
December 10, 1910. 


Traffic Club Issues Paper 





The Railroad Club of Kansas City has joined the 
publisher’s ranks. It is out this month with a publica- 
tion known as “The Bill of Lading,” a four-page paper 
along the lines of the Way-Bill of the Traffic Club of 
Chicago and the Time-Card of the San Francisco organ- 
ization. 

The initial number contains a resumé of the history 
of the club, an account of an excursion into the manly 
art at a smoker held in honor of members of the St. 
Joseph and Omaha Railroad clubs and several spicy per- 
sonals. 


Sues to Recover Reparation 





New Orleans, La., December 23.—Suit has been filed 
in the United States Circuit court by Steinhardt & Co. to 
recover reparation awarded them by the Interstate Com- 
merce Commission in a case brought against the Texas 
& Pacific et al. Attorney’s fees to the amount of $100 
are also asked. The bill is filed under the provisions of 
Section 16 of the act to regulate commerce. 

The petition asserts that the Steinhardt company is 
composed of Emanuel and Simon Steinhardt. That dur- 
ing the months of November, 1908, and January, 1909, 
the complainant caused to be shipped from Mineral 
Wells, Tex., to New Orleans for exporting several tanks 
of cottonseed oil. That these shipments were received 
by the Weatherford, Mineral Wells & Northwestern Rail- 
road company under through bills of lading, and by it 
delivered to the Texas & Pacific Railway company, which 
accepted same under through bills. That charges were 
assessed upon these shipments and complainant was re- 
quired to pay the rate of 30 cents per hundred pounds on 
all the shipments, making a total charge of $491.28. That 
the rate of 30 cents per hundred pounds so charged and 
collected from the complainants was excessive, unreason- 
able and unjust, as is specifically evidenced by the fact 
that within three months after the movement -of the 
shipments in question, the defendant carriers incor- 
porated in their carrier tariffs a rate of 21% cents for 
movement of oil for export from Mineral Wells, Tex., to 
New Orleans. 

Petitioner states that on May 24, 1910, it filed with 
the Interstate Commerce Commission its complaint 
against the Texas & Pacific Railway company and the 
Texas company setting forth the facts in the case and 
demanding reparation from the company in the sum of 
$143.29, being the amount of the excess of charges col- 
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lected from petitioner for the movements described in 
the petition, beyond the reasonable and proper rates. 

Petitioner says the complaint was filed in accordance 
with sections Nos. 9 and 13 of the interstate commerce 
act, approved February 4, 1887, as amended March 2, 
1889, February 10, 1891, February 9, 1895, and June 26, 
1906. That the defendants answered petitioner’s com- 
plaint before the Interstate Commerce Commission and 
that the case was tried before the Commission, which 
decided in favor of the complainant directing the railroad 
companies to pay the Steinhardt company $143.29. 

Petitioner says that notwithstanding the expiration 
of the time limited specified in the order, and notwitb- 
standing the demand made by the petitioner, the railroad 
companies have failed to comply with the order. 

Hall, Monroe and Lemann are attorneys for Stein- 
hardt & Co. The petition states the attorney’s fee of 
$100 is reasonable and proper. 


Craffic World Changes 


W. T. McNamara has been appointed commercial 
agent of the Frisco-Eastern Illinois lines, with headquar- 
ters at Detroit, Mich., vice C. H. Morrill, resigned, to en- 
gage in other business. 

M. M. Hogan has been appointed Florida freight 
agent of the Frisco-Eastern Illinois system, with head- 
quarters at Jacksonville, Fla. 

Thomas M. Schumacher, assistant director of traffic 
of the Union and Southern Pacific systems, has resigned 
to become traffic manager of the American Smelting & 
Refining company and allied interests. The change be- 
comes effective the first of the year. 

W. H. Phillips has been appointed traveling freight 
solicitor of the Panhandle route, with office at Rich- 
mond, Ind., vice J. E. Collins, promoted. 

Emmett J. J. Carland has been appointed traveling 
agent of the Chicago, St. Paul, Minneapolis & Omaha 
railway, vice William T. Condon, deceased. Mr. Carland 
will cover the lines of the Northern Pacific and Great 
Northern roads west of Mandon and Minot, N. D., and 
east of Columbia Falls and DeSmet, Mont. 

George E. White has been appointed assistant general 
freight agent of the Rock Island lines, with headquarters 
at Chicago, Ill., vice T. A. Gantt, resigned to engage in 
other business. C. H. Caswell has been named to succeed 
Mr. White as general agent at Chicago. 

E. S. Manchester has been appointed traveling agent 
of the Lackawanna line, with headquarters at Binghamton, 
N. Y., vice W. A. Frey, resigned. 

E. K. Fleming has been appointed general agent of the 
Chicago, Burlington & Quincy railroad, with headquarters 
at Chicago, Ill., vice C. A. Johnson, deceased. 

Cc. C. Wright, assistant general attorney of the Chicago 
& Northwestern railroad, with headquarters at Omaha, 
Neb., has been promoted to a general attorneyship, with 
headquarters at Chicago, Ill., vice S. A. Lynde, recently 
elected vice-president in charge of the financial operations 
of the company. Mr. Wright will have charge of litigation 
before the Interstate Commerce Commission. 

F. H. Montgomery has been appointed traveling 
freight agent of the Nickel Plate road, with headquarters 
at Buffalo, N. Y., vice E. S. Manchester, promoted. E. 
J. Stoll has been appointed commercial agent for the 
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December 24, 1910 


Same road at Omaha, Neb., vice H. F. Curtis, resigned to 
engage in other business, and James Turnbull has been 
named to succeed Mr. Stoll as traveling freight agent, 
with headquarters at Portland, Ore. 

G. E. Parker has been appointed traveling freight ageni 
of the Frisco-Eastern Illinois lines, with headquarters at 
Pittsburg, Pa., vice E. D. Forde, resigned to accept service 
with another company. 

The Hocking Valley railway has announced the fol- 
lowing appointments: William Fitzgerald, Jr., assistant 
general freight agent, and H. H. Hall, general agent, with 
offices in the Steger building, Chicago, Ill., and A. H. 
Heckendorf, commercial agent, Majestic building, Milwau- 
kee, Wis. 

A Lackawanna line agency has been opened at Des 
Moines, Ia., with C. R. Strickler in charge. This agency 
will have charge of solicitation in the state of Iowa. 

H. M. Guess has been appointed contracting freight 
agent for the Indianapolis Southern railroad, with head- 
quarters at Indianapolis, Ind., vice J. J. Clarke, resigned. 


ASKS ADDITIONAL BOND ISSUE. 

Albany, N. Y., December 23.—The public service com- 
mission, second district, has received a petition from 
the Albany Southern Railroad company asking for per- 
mission and consent to issue $52,000 principal of its first 
mortgage bonds of the denomination of $1,000 each. On 
September 15, the commission authorized the company to 
issue $1,250,000 in first mortgage 5 per cent sinking fund 
gold bonds at a price not less than 85, for the purpose 
of construction of a second track from Rensselaer to 
Kinderhook Lake and straightening and improving its 
railroad lines between these two points. The additional 
bonds are needed in addition to the bonds already au- 
thorized and sold to pay for work under way and to be 
completed on or before December 31, 1910. 





SUSPENDS ARRANGEMENTS WITH BUSCH LINE. 
D. C., December 23.—The Interstate 
Commission has issued orders suspending 
tariffs recently filed by trunk roads entering St. Louis 
resuming divisions and allowances with the Manufac- 
turers’ railway. Some months ago the roads entering the 
Mound City canceled their arrangements with this. road. 
An appeal was made to the courts, but this failed. Suit 
was filed with the Interstate Commerce Commission by 
the Manufacturers’ line and 
thereon. Final argument on the case was heard a few 
days ago. It was the contention of the carriers that the 
Manufacturers’ road was a “tap line.” 


Washington, 
Commerce 


certain shippers located 





SUSPENDS LUMBER RATE ADVANCES. 
Washington, D. C., December 23.—The Interstate 
Commerce Commission has issued an order suspending 
until April 23, 1911, that-part of supplement 2 to Trans- 
continental] Freight Bureau Tariff I. C. C. No. 927, Bureau 
No. S. R. 1005, canceling through rates from certain sta- 
tions in Washington on the Tacoma Eastern. 








ASKS REDUCED RATE ON BRICK. 


Indianapolis, Ind., December 23.—A petition has been 
filed with the state railroad commission by French 
Bros. of BrookSton, Ind., asking that the rate on brick 
from Crawfordsville to Brookston be reduced. It is al- 
leged that the present charge of the Monon, 75 cents, is 
unreasonable. 
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Geo. W. Jackson 
Expert Auditor and Adjuster of Railroad Claims 
274 Market Street Perth Amboy, N. J. 


Member | ee 
National Industrial Traffic League |: 





























































Briefs Prepared and Hearings Conducted Before 
The Interstate Commerce Commission 


Demurrage Claims and Supervisor of Records 
for Large Concerns a Specialty 


Claims Prepared, Filed and Adjusted on Loss and Damage 
Short Weights 


Demurrage Overcharges 


POSITION WANTED 
Thoroughly competent, sober and 
industrious traffic man who is at present 
employed, wants position where his 
ability will be given larger scope. Has 
railroad and industrial experience and i 
can handle big proposition. 


Traffic Man “‘F.,’’ The Traffic World, 
Chicago. 
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Northwestern University 


School of Commerce 
Cor. Lake and Dearborn Streets, Chicago 


EVENING COURSES IN 


TRANSPORTATION 


(1) COURSE IN INTERSTATE COMMERCE LAW. 
Friday evenings, 7-9. Open to new members after 
February 6th, 1911. Close study and discussion 
of the Interstate Commerce cases and court de- 
cisions. 

(2) COURSE IN RAILROAD RATES AND RATE- 
MAKING. Tuesday evenings, 7-9. Class may be 
entered now by special arrangement—new term 
begins February 6th, 1911. An experienced tariff 
and traffic man explains and leads the discussion 
of classification, territorial divisions, and problems 
in rate-making. 

(3) COURSE IN THE LAW OF LOSS AND DAM- 
AGE CLAIMS. Wednesday evenings, 7-9. New 
term February 6th. Based on a study of decided 
cases, reports of which are used as text-books. 











FREE LECTURES. Visitor’s ticket admitting to one 
session of each class issued on request. Special bulletins 
describing the courses in detail mailed free. 

AN OPPORTUNITY for men employed during the day 
to gain a scientific knowledge of traffic and transportation 
by systematic, thorough study. 

TUITION: Single course of 16 weeks, $15; two courses, 
$25; three courses, $35. 

OTHER COURSES offered are: Finance, Stocks, Bonds 
and Investments, Commercial Law, Accounting, Re- 
sources, Economics, Advertising, Languages. 
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Directory of Transfer Agents, Freight Forwarders, 


epee ice ces 


| 


| J. C. BUCKLES TRANS. 
co. 








CLEVELAND STORAGE 





“CATHCART TRANSFER 


—— 









& STORAGE CO. 


ATLANTA, GA. 


BALTIMORE TRANS- 


FER CO. 
Light & Lombard Sts. 
| BALTIMORE, MD. 





GREANEY BROS. 
88 N. sth St. 


BROOKLYN, N. Y. 
EEE, 





217-219 W. ad St. 
CINCINNATI, 


OHIO 





co. 


CLEVELAND, OHIO 









BUCKEYE TRANSFER & 
STORAGE CO. 


COLUMBUS, OHIO 
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Custom House Brokers, etc. 


JERSEY CITY, 


INDIANAPOLIS, 


UNION TRANSFER & 
STORAGE CoO. 


IND. 





DODD & CHILDS EX- 


PRESS CO. 
a Exchange Place 





N. J. 


OMAHA, 





ADAMS TRANSFER & 
STORAGE CO. 
228 W. ath St. 


KANSAS CITY, 


MO. 








CALIFORNIA WARE- 


HOUSE CO. 
LOS ANGELES, 


CAL. 








| COMMERCIAL WARE- 
HOUSE CO. 


LOS ANGELES, 





CAL. 





PATTERSON TRANS- 
FER CO. 


MEMPHIS, 





THE BENEDICT WARE- . 


HOUSE & TRANS. CO. 
15th and Welton Sts. 
DENVER, COLO. 





| 
| 


TENN. 


F. A. WALSH & CO. 
MILWAUKEE, 


WIS. 





| SEATTLE, 





DENVER TRANSIT &@ 


WAREHOUSE CoO. 
DENVER, COLO. 








E. 8. BELDEN & SONS 
CONN. 


HARTFORD, 








HARRISBURG TRANS- 
FER CO. 
Pennsylvania Depot 
HARRISBURG, PA. 











MINN. TRANS. 


& STOR- 


AGE CO. 
ta2 S. sth 
| MINNEAPOLIS, 


St. 


MINN. 


| OMAHA VAN & STOR- 


AGE CO. 
NEB. 





- PHILADELPHIA WARE- 
HOUSE CO. 


PHILADELPHIA, PA. 





PROVIDENCE WARE- 
HOUSE CO. 





PROVIDENCE, R. L 
SEE. 





THE COLORADO 
TRANSFER & STORAGE 
co. 

PUEBLO, 


COLO. 





BOWMAN TRANSFER s. 4 








BROWN TRANS. &e 
STORAGE CO. 
goo S. 6th St. 


ST. JOSEPH, MO. 





SEATTLE TRANSFER 
co. 


WASH. 











co. 


NEW HAVEN, 


| THE PECK & BISHOP 


CONN. 





| WARWICK - THOMSON 
co 


654-660 West 34th St 





NEW YORK 






GEORGIA LIGHTERAGE 
& TRANSFER CO. 


SAVANNAH, GA. 











| THE TOLEDO -WARE- 


HOUSE CO. 


1309-19 Lagrange Street. 
TOLEDO, 
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AMERICAN STORAGE & 
MOVING CO. 


ST. LOUIS, MO. 


OHIO 


Direct 
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Directory of Transfer Agents, Freight 


Forwarders, .Warehousemen, Custom 
House Brokers, etc. 


BINGHAMTON, N. Y. 


MERCHANTS’ WAREHOUSE COM- 
PANY. Storage, transfer and for- 
warding. The Quackenbush Company. 





BUFFALO, N. Y. 


BUFFALO STORAGH & CARTING 
CO., 350-356 Seneca St. “Unsurpassed 
facilities” for storing, handling, trans- 
ferring and forwarding goods. Tele- 
phone No, 683. 





CHICAGO, ILL. 


JUDSON FREIGHT FORWARDING 
CO., INC., 448 Marquette Bidg. Car- 
load distribution to all railroads at 
Chicago without teams; L. C. L. ship- 
ments of machinery forwarded at re- 
duced rates to all principal western 
and Pacific Coast points. 


MIDLAND WAREHOUSE & TRANS- 
FER CO., 43d and Robey Sts. Belt 
line warehousing and reshipping with- 
out teams. Carloads received rail or 
lake and reshipped rail, L. C. L., at 
Chicago rates. Insurance rate, 29c. 


G. W. SHELDON & CO., Monadnock 
Block. Import and export freight con- 
tractors, warehousemen and insurance 
agents; custom house brokers and 
custom house attorneys. 


DALLAS, TEX. 


W. M. EDWARDS, JR., 113 Austin St. 
General transfer and forwarding 
agent; reshipping; storage; ware- 
house. Carloads or less consigned to 
our care will be delivered promptly. 


DETROIT, MICH. 


BE. FERGUSON CO., LTD., foot of 
Fourth St. Authorized cartage agents 
for the MICHIGAN CENTRAL R. R. 
co. General cartage and forwarding. 
Special attention to carload distribu- 


tion. 
THE READING TRUCK CoO., 6th and 
Congress Sts. Authorized cartage 


agents for the Wabash and Canadian 
Pacific railways and for the Anchor 
Line steamers. Special attention given 
to distribution of carload freight for 
two or more parties. Merchandise de- 
livered as ordered. 





ELMIRA, N. Y. 


ELMIRA STORAGE & SUPPLY CO. 
General storage, transferring and for- 
warding. Warehouses accessible to all 
railroads. Prompt service. 


KANSAS CITY, MO. 


K. & M. STORAGE CO., Ninth and 

Santa Fe Sts. 

Track connection with all roads en- 
tering city. 

Carloads stored, distributed and re- 
shipped. 

Track capacity, eight cars a day. 

Low insurance, prompt, satisfactory 
service. 

Bonded in accordance with state laws. 





LOS ANGELERA, CAL. 


og ANGELES TRANSFER CoO., 8380 
8S. Broadway. Baggage and freight 
distribution; “consignments and car- 
loads our specialty. Established 1885. 





LOUISVILLE, KY. 


LOUISVILLE PUBLIC WAREHOUSE 
COMPANY, INC. Import and export 
freight contractors, transfer and re- 
shipping agents, custom house brok- 
ers. Bonded and free warehouses. 





ST. LOUIS, MO. 


ASHLEY WAREHOUSE CO. Bonded 
and general storage. ‘ Drayage facili- 
ties. Cars promptly handled. Custom 
house entries attended to. Insurance 
18c. Track connections. 


BONDED EXPRESS & TRANSFER 
CO. Distributors of bulk shipments, 
carloads or less. Consignments so- 
licited. 





SALT LAKE CITY, UTAH. 


A. STIEFEL PIONEER TRANSFER, 
615 Tribune Bidg. General transfer 
and distributing agents. Carload dis- 
tribution our specialty. Reliable and 
prompt. Established 1872. 





SCRANTON, PA. 


MERCHANTS’ WAREHOUSE co. 
Commercial storage, transfer and for- 
warding; railroad sidings. The Quack- 
enbush Co., proprietors. 





SAVANNAH, GA. 


SAVANNAH WAREHOUSING co, 
Wholesale distributors and manufac- 
turers’ agents. Modern brick ware- 
house and unexcelled transportation 
facilities. We make a specialty of 
representing manufacturers carrying 
goods at Savannah for supplying 
southern trade. Prompt attention 
given carload shipments for distribu- 
tion. Drayage. 





WILKESBARRE, PA. 


MERCHANTS’ WAREHOUSE co. 
Storage, transfer and forwarding. The 
Quackenbush Ce. 


The 


LEADING COMMERCIAL AND 
TRAFFIC ORGANIZATIONS 


National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
companies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 
Membership—Those eligible as members 
are traffic directors, managers, com- 
missioners or other officials in charge 
of traffic of industrial or commercial 
organizations and traffic officers of rep- 
resentative shipping concerns in the 
United States. 
Officers 

J. C. Lincoln, President, 

Comm’r Merchants’ Exchange Traffle 

Bureau, St. Louis, Mo. 

W. M. Hopkins, Vice-President, 


Mer. Transp. Dept. Board of Trade, 
Chicago, Ill. 
W. EB. Cooke, Secretary-Treasurer 


T. M. Automatic Electric Co., 
cago, Ill 


Chi- 


ILLINOIS. 


Lake County Manufacturers’ Association, 
E. P. Sedgwick, Pres., Waukegan. 
National Association of Agricultural Im- 
lements and Vehicle Manufacturers, 
. Js Evans, Secy., Chicago. 
Sterling 
Manufacturers’ and Shippers’ 
Association, 
In charge of traffic of industries at 
Sterling and Rock Falls, Ill. 
EB. F. Lawrence..........+0:- - President 
Wee Wie PNB cc ccccvese Vice-President 
ae oh ee Secretary-Treasurer 
We TR BR eves rv ccesss Traffic Manager 


MINNESOTA. 


Northern Pine Manufacturers’ Ass0cla- 
tion, H. S. Childs, Secy., Minneapolis. 


MISSOURI. 


Business Men’s League, P. W. Coyle, 
Comm’r, 614 Bank of Commerce Bidg., 
St. Louis. 

Commercial Club, H. G. Krake, Comm’r, 
St. Joseph, 

Kansas City Transportation Bureau of 
the Commercial Club, H. G. Wilson, 
Trans. Comm’r, 105-6-7 Board of Trade 
Bldg., Kansas City. 


NEW YORK. 


Albany Chamber of Commerce, Wm. B. 
Jones, Secy., 95 State St., Albany. 

National Wholesale Grocers’ Association, 
A. H. Beckman, Secy., 6 Harrison St., 
New York. 


OHIO. 


Cleveland Chamber of Commerce, Munson 
A. Havens, Secy., Cleveland. 


TRAFFIC CLUBS 


The Traffic Club of New York, F. E. Her- 
riman, Pres.; C. A. Swope, Secy. 

The Traffic Club of Chicago, John T. 
Stockton, Pres.; Guy S. McCabe, Secy. 

The Traffic Ciub of Philadelphia, Edw. 
Knight, Pres.; H. C. Trumbower, Secy. 

The Traffic Club of St. Louis, Geo. J. 
Tansey, Pres.; A. F. Versen, Secy.-Treas. 

The Traffic Club of Pittsburg, O. M. Elis- 
worth, Pres.; T. J. Walters, Secy. 

The Transportation Club of Indianapolis, 
L. J. Blaker, Pres.; L. E. Stone, Secy. 

The Transportation Club of Louisville, 
Alfred Brandeis, Pres.; W. E. Cham- 
bers, Secy. 

The Transoortation Club of Toledo, Thos, 
Conlon, Pres.; L. G. Macomber, Secy. 
The Trartfic Ciub of St. Paul, J. R. Jones, 

Pres.; A. L. Bowker, Secy. 

The Traffic Club of Newark, Chas. Mil- 
bauer, Pres.: E. G. Weil, Secy. 

The Transportation Club of Detrolt, Mich. 
Geo. W. Parker, Pres.» W. R. Hurley, 
Secy. 

The Railroad Club of Kansas City, Mo. 
James L. Marens, Pres.; Claude Man- 
love, Secy. 
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YOU DONT HAVE T0 BE ALAWYER 


To Be a Successful Traffic Man, 
BUT— 
You must be grounded in a knowledge of commerce law 


Not, of course, the minute, technical knowledge of the traffic 
attorney, but a broad general understanding of the principles that are 
fundamental in the construction and interpretation of our statutes govern- 
ing interstate commerce. Complex methods of doing business, methods 
undreamed of by our forefathers, have made necessary much legislation 
that the successful traffic man of to-day must know. 


It is this knowledge that is one of the distinguishing features between a 
traffic manager and e shipping clerk. 


To this broad knowledge of the law, this general but accurate 
survey of the entire field of commerce legislation, there is one work 
whose supremacy has never been disputed. That is 


“Hutchinson on Carriers” 


Since its first appearance it has been recognized as the one work 
authoritatively treating the entire field. It has been revised and brought 
thoroughly down to date. The latest edition, the third, retains all the 
essential features of the previous editions, but has been revised and 


enlarged to cover the many new developments since the appearance of 
the second edition- 


Don’t you think a work that has been able to hold the lead since 
1879 should be in your business library? 


** Hutchinson on Carriers”’ is divided into fifteen chapters, contains 
1446 sections (1,000 of which have been revised or rewritten), deals with 
11,000 cases (6,000 of which have been added since the second edition) 


and 30,000 citations. 
3 Volumes, $18.00 net. 


The Traffic Service Bureau 


603-5 Westory Building 126 MARKET STREET 
Washington, D. C. Chicago, ill. 
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